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In recent years, scholars increasingly advocate for rail transit development due to its subsequent 
benefits for sustainable development. In East Asia, Hong Kong and Tokyo have both developed 
financially self-sufficient rail transit systems. (1). in what ways has the rail transit system 
directed the two cities’ urban expansion? and (2).in what ways have public sectors’ land use 
regulation and private sectors’ project financing support rail transit development? To answer 
these two research questions, this study applies a qualitative approach to explore and compare 
factors of success in the two cities. First, through literature and data, the analysis confirms that 
the rail transit-induced urban expansion is an achievement involving supportive planning 
systems, transit corridor formation strategies, transit hub promotion regulations, as well as 
project financing solutions. In comparison, the study finds that Hong Kong has a strong public 
sector-led approach for funding, developing, and using rail transit to promote achieving urban 
expansion goals. In Tokyo, private sectors, especially private rail firms, play a more active role 
in the city’ urban expansion for decades. Public entities provide a variety of planning instruments 
to support rail transit development and recently also started participating in project development. 
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Chapter 1. Thesis Background and Introduction 
Based on Hong Kong and Tokyo, this study examines successful rail transit systems’ 
direction for the two cities’ urban expansion trajectories, as well as public-private strategies that 
play roles in the process. Given these strategies, the thesis specifically explores financial and 
planning strategies in rail transit projects. To generate an implicative research outcome, the 
study’s analysis strives to answer two research questions: (1). in what ways has the rail transit 
system directed the two cities’ urban expansion? and (2). in what ways have public sectors’ land 
use regulation and private sectors’ project financing support rail transit development?  
At present, in both the automobile-dependent North America and the rapidly urbanizing 
global south, many large cities advocate for further rail transit development. Indicated by Suzuki 
et al. (2013), Tokyo and Hong Kong’s successes in relevant projects would serve as forerunners 
for reference. Especially, associated with precedent studies, this project aims to examine that, in 
both cities, support for rail transit does not only come from the government’s regulatory 
promotion in strategic and land use plans, but also rail firms’ business diversification.  
Evolution of Transportation-induced Urban Expansion 
Looking at the evolution of global rail transit systems, ever since the industrial revolution 
brought rail transportations to the human society in the 19th century, it rapidly expanded across 
industrializing countries until the rise of automobiles in the mid-20th century. In the early 20th 
century, some of the largest cities at the time, including New York, London, and Paris, all had 
massive rail networks to carry both passengers and goods in flexible distances. After World War 
II, along with the emergence of automobiles and highway systems, railways recessed in cities 
that were able to build highways with sufficient lands and funds. Consequently, possessed a giant 
railway network in the 1940s, Los Angeles drastically shifted into a highway-oriented 
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metropolis. In New York, the once magnificent metro rail system almost stopped expansion and 
renovation in the postwar era. European cities relatively kept high-quality public transit options, 
while many of them transformed to bus-based from railway-based.  
In recent decades, however, rail transit projects are revitalizing. In the United States, as 
automobiles have been predominating most cities and partially led them to severe urban sprawl 
conditions during the postwar era, rail transit is increasingly becoming the hotspot in the urban 
planning field. Among ongoing efforts, Transit-Oriented Development (TOD) is frequently 
advocated to direct a more environmentally sustainable and economically efficient development 
pattern (Calthorpe, 1993; Cervero, 1998), as it emphasizes the significance of rail transit for 
confronting various detriments caused the automobile-induced urban sprawl (Ewing,1997). 
Regarding the benefits of transit, Litman (2015) indicates that transit services induce scale 
economies, improve employee accesses, and promote energy conservation. Meanwhile, before 
the conceptualization of TOD in the U.S, rail transit systems have been thriving for decades 
across the world, especially in East Asia. As evidence, referred to Florida (2018), among ten 
globally busiest transit systems, (1). Tokyo, (3). Shanghai, (4). Beijing, (5). Seoul, (8). 
Guangzhou, and (10). Hong Kong are all located in East Asia. The circumstance raises a 
question: How did the development of rail transit system direct these cities’ urban expansions? 
Among those six cities, Tokyo and Hong Kong are especially remarkable as they 
represent two kinds of political and economic systems while both innovated some of the most 
successful models of transit development (Calimente, 2012; Zhang, 2007). In detail, Tokyo is 
politically the capital of Japan and expands the globally most populous metropolitan area (Fujita, 
2003), while Hong Kong is an automounts Chinese Special Administrative Region resided by 
fewer although still millions of residents (Yu, 1998). However, both cities not only developed 
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highly efficient transit systems, which carry millions of daily ridership with self-sufficient 
financial mechanisms, but also concentrate population alongside their transit corridors (Cervero, 
1998). Therefore, the integration between rail transit development and urban spatial expansion 
over time is potentially a key outcome of the two cities’ successes. To interpret the integration, 
relevant policies and strategies in both public and private sectors are crucial to explore.  
Case Selection: Tokyo and Hong Kong 
 For approaches to support the development of rail transits, Newman (2016)’s TOD 
principle analysis emphasizes that frameworks for development both the transit hub and the rail 
project, the statutory plan base, as well as the public-private funding mechanism are all critical 
for achieving the goal. Associated with this theoretical foundation, as East Asian cities perform 
well on both urban expansion and rail transit development over the past several decades, when 
the notion of TOD has not even been conceptualized yet, the exploration on their experiences 
would be irreplaceable for comprehending some of the most successful rail transit development. 
Especially, related to Newman (2016), prominent cities like Tokyo and Hong Kong evidently 
enjoyed not only statutory planning practices for transit hub and rail system, but also competitive 
funding mechanisms (Saito, 2003; Cervero & Murakami, 2009), which appeal to further analysis. 
 As stated in the previous section, among cities around the globe, Tokyo and Hong Kong 
are two particular cases regarding the condition of urban sprawl during the postwar era. Tokyo 
has partially suffered from the urban sprawl, while, at present, its massive rail transit system and 
active planning interventions have promoted a more sustainable urban form with a populously 
dense urban core with residential suburbs connected by transit corridors. More exceptionally, due 
to goals of developing compact urban form and preserving country parks, Hong Kong has almost 
never overgone the urban sprawl process despite accommodating over seven million residents. 
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Likewise, the Chinese SAR also has a dense urban core, while compared to Tokyo’s suburb, 
there are only transit-connected new towns built up in Hong Kong’s periphery, which remain 
distinct among global cities. To comprehend how did the two cities have achieved these, 
meticulous literature review for their development history and policy is indispensable.  
Tokyo: A Rail Giant that Defeated the Sprawl   
 Tokyo, the capital of Japan, nowadays is often categorized as one of the most 
economically and culturally influential cities all over the world. Located in a metropolitan area 
with more than 37 million population, the city is a global city according to Sassen(1991) with 
numerous international establishments and highly educated labors. Nevertheless, ever since the 
19th century, when the city was named as Edo with one million residents, the growing population 
has always been a key challenge to the city, and one of the most critical tasks is to transport 
residents, as well as workers, with an efficient system (Sorensen, 2015). During the 1870s, the 
first operational railway was built in Tokyo, where later on experienced a series of legislative 
reforms, including a wave of total nationalization and the restoration of private rail allowance, 
towards the newly emerged railway until the 1940s (Okata & Murayama, 2011; Hein, 2010).  
 By 1945, the year when World War II ended, Tokyo was mostly destroyed in warfare, 
whereas its legislative foundation for further transit rail development has been set up properly. 
During the postwar era, similar to western countries, the policymaking in Japan was influenced 
by Keynesian economics, which emphasis on governmental intervention in economic and social 
policies (Saito, 2003; Saito, 2011). Under such a circumstance, the Japanese government and the 
municipal government have both played significant roles in rail transit development in Tokyo. 
As evidence, the city’s business rail transit line, the Yamanote loop line, was neither operated by 
the municipal subway system, nor private enterprises, but the Japan Railways Group (JR), which 
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was owned by the Japanese central government until 1987. In the meantime, private enterprises 
are also allowed, which mainly provide commuter rail services (Calimente, 2012).  
At present, Tokyo’s rail transit can be categorized to four types, JR lines, private 
commuter rail lines, join-stock third sector rail lines, as well as two subway systems, including 
the entirely municipal government-owned Toei Subway and the joint-stock Tokyo Metro. 
According to statistics, combined these rail transit systems together, the Tokyo metropolitan area 
would have 48 operators, 158 rail lines, 4,715 km of operational track, 2,210 stations, and 13,523 
million annual ridership in total. Compared with the globally busiest single metro system, the 
Beijing Subway with 3,780 million annual ridership and 306 stations, Tokyo’s data reveals that 
the city’s mobility heavily replies on rail transit systems owned by many disparate operators.  
Despite such a complicated system ownership distribution, Tokyo presents various 
innovations to maximize the efficiency in rail transit operation and development, including at 
least three characteristics in its transit development outcomes. Referred to Calimente (2012), 
first, towards its urban periphery, differed from American cities’ patterns predominated by 
private automobiles (Forsyth, 2002), Tokyo has been linearly developing urban spaces alongside 
transit corridors for several decades. Second, based on these transit corridors, private rail firms 
like the Tokyu cooperation ensured their profitability by operating transit services, real estate 
projects, and commercial facilities simultaneously, which constitutes an effective funding 
mechanism for their system maintenance and expansion. Third, as a result, Tokyo’s station hubs 
became integrated with not only various rail operations, but also residential and commercial 
facilities developed by rail firms. Conceptually, Calimente (2012) defines these stations-centered 
and mixed-use areas as Rail-Integrated Community that is exclusive in Tokyo.  
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Hong Kong: A Case of Never Sprawling Out 
 In contrast, Hong Kong has a fairly different history of urban development. Before the 
British occupation in 1841, Hong Kong was only a fishing village in China’s southernmost 
Guangdong Province, but from this moment, this finishing village soon became a crucial free 
port under the British administration. By the 1910s, Hong Kong’s population has grown above 
five hundred thousand and welcomed its first railway, the Kowloon-Canton Railway, for the first 
time. Later on, during a series of warfare from 1937 to 1949, immigrants and capitals rapidly 
flow into Hong Kong from mainland provinces and cities, such as the affluent Shanghai, which 
partially supported the city’s postwar economic boom (Tsang, 2007). 
 Differed from the policy emphasis on the governmental invention in Tokyo, based on the 
function as a free port and an international financial center, governance and policy in Hong Kong 
tend to encourage a higher degree of laissez-faire according to Schenk (2002). The article also 
identifies Hong Kong’s developmental origin as “the unique combination of laissez-faire 
government policy and a vibrant traditional local banking system” to state that, rather than an 
absence of policy, there has been a deliberate policy choice that shaped Hong Kong’s laissez-
faire socio-economic condition today (Schenk, 2002; Yu, 1997). Consequently, this 
developmental traditional has also impacted the organization of the city’s rail transit system. 
 The Mass Transit Railway Corporation (MTR) in Hong Kong is often recognized as one 
the most successful metro enterprises across the world based on its successes in not only rail 
transit operation, but also project financing. The cooperation was originally founded in 1975 and 
merged the Kowloon-Canton Railway Corporation in 2007. Currently, MTR operates almost all 
rail transits, including subways, light rails, heavy rails, and even the recently opened high-speed 
rail, in Hong Kong. In total, there are 210 km railways and 159 stations administrated operated 
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by MTR. Furthermore, the corporation has also expanded its investments and operations to 
transit projects in mainland China, Australia, Sweden, and the United Kingdom.  
 Similar as Tokyo-based private rail firms like the Tokyu cooperation, the MTR develops 
various real estate properties with rail transits together as well, and even further conceptualized 
the strategy as Rail and Property, as known as R+P, development model. This model, later on, 
became a milestone for introducing Asian transit strategies to other regions. For instance, in 
precedent studies, Tang and Lo (2009) discovered factors that contributed to Hong Kong’s 
profitable transit system and confirmed that “financial viability secured by cross-subsidization 
through property development” serves a benchmark for new projects. Likewise, Cervero and 
Murakami (2009) quantitatively examined the transferability of the R+P model to cities in 
Mainland China, where share similar demographic characteristics with Hong Kong.  
Research Design 
As an explanatory urban studies research with the qualitative design, the thesis analyzes 
archival documents to explore two sets of relationships, the relationship between rail-transit 
development successes and public-private strategies, as well as the relationship between rail-
transit development and urban expansions based on case studies of Hong Kong and Tokyo. 
Introduced by Ward (2013), the project recognizes archival research as the most suitable 
technique to answer the two research questions. Gaber & Gaber (2013)’s instruction on content 
analysis has also been an inspiration for choosing this methodological approach. Precedent 
studies with similar approaches are presented by Silva et al. (2014) that proves archival 
documents could effectively allow the analysis to understand plans and policies.  
8 
 
Figure 1.1 Maps of Hong Kong and Tokyo at the Same Scale  
Source: Open Street Map 2019 
Geographic Scope 
The scope of the thesis focuses on the inner city and inner suburbs. In this case, the 
Hong Kong Special Administrative Region itself constitutes the study area, as it has fully 
covered the city’s compact built environment. For Tokyo, considered rail transit lines’ service 
area, both the prefecture-level administrative unit Tokyo Metropolis (東京都), and surrounding 
prefectures like Kanagawa (神奈川県) and Ibaraki (茨城県) are included in discussion. In this way, 
various crucial suburban locations, such as Yokohama and Tsukuba, are covered by following 
analysis. In a word, the study’s study scope is as far as the city’s rail transit lines reach. 
Data Collection 
Regarding the data source, qualitative data include academic articles, archival plans, such 
as Tokyo’s Capital Region Development Plan and Hong Kong’ Preliminary Planning Report 
(Abercrombie, 1948), as well as historical maps depicting two cities’ built-up area expansion. 
Quantitative data is derived from official censuses and private sectors’ reports. Besides literal 
and numeric data, spatial analysis, mainly developed from existing data and studies, are also be 
9 
included to present the two cities’ physical expansion and demographic shifts over time (Angel 
et al., 2016). Since Hong Kong is a Chinese-English bilingual city and Tokyo is a Japanese-
speaking city, the study has reviewed articles, documents, and reports in the three languages. As 
a result suggests, archives published in each language is irreplaceable to reach a conclusion. 
Procedure 
 With a qualitative design, the study’s goal is to organize information to answer the two 
research questions. As such, rather than conducting statistical and spatial procedures from 
scratch, the project aims to optimize existing documents’ outcomes. Statistics and cartography 
are mostly derived from census, reports, and articles with permission or open source allowance.  
The qualitative analysis in this study aims to confirm the relationship between relevant strategies 
and rail transit system. Based on archival documents, including urban plans, business reports, 
and academic articles, archival analysis (Wald, 2013; Gaber &Gaber, 2014) and qualitative data 
coding (Saldaña, 2015) techniques are conducted to assist comprehending relevant archives. The 
method of process tracing (Collier, 2011) influences the study’s analysis that Uses qualitative 
procedures to interpret the two cities’ rail transit development’s impact and promotion.   
As Figure 1.2 below presents, including this chapter, the thesis’ first three chapter 
presents precedent background information, precedent studies, as well as the two cities’ 
administrative and planning system. This phase aims to comprehend the city’s political and 
cultural foundation on the theme with previous articles. Through Chapter 4 and 5, the first 
research question: “in what ways has the rail transit system directed the two cities’ urban 
expansion?” is answered. Key data includes precedent mapping conducted by Angel et al. (2016) 
and relevant studies on the two cities transit corridor formation and urban expansion. Following 
the answer to the first research question, Chapter 6 and 7 answer the second research question 
10 
“in what ways have public sectors’ land use regulation and private sectors’ project financing 
support rail transit development?” The two chapters respectively state land use planning and 
project financing approaches to discover their roles in the two cities’ rail transit development. 
 







Chapter 2. Literature Review 
 To support following chapters, this chapter presents a literature review for key precedent 
studies and documents that relate to the urban expansion-rail transit relationship, as well as 
contexts in the two case cities. The first section narrates articles that inspire the project’s analysis 
framework and methodology, and then, each section discusses significant articles related to the 
two cities’ planning systems, urban expansions, Land Value Capture (LVC) financing strategies, 
land use tools, as well as strategic development policies. Most articles are comprehended more 
in-depth in Chapter 3 to 8, but this chapter offers a big picture that presents them together.  
Analytic Framework and Methodology  
 The analysis is divided into two parts, Chapter 4 to 5 answering the first research 
question and Chapter 6 to 7 answering the second research question. The qualitative method of 
process tracing especially influenced the procedure of the first part. Collier (2011) defines the 
method as “the systematic examination of diagnostic evidence selected and analyzed in light of 
research questions and hypotheses posed by the investigator”. On account of this assumption, the 
two chapters thoroughly review the two cities’ built environment transformation over the past 
several decades to examine the relationship with rail transit development. In addition, on the 
process tracing methodology, Bennett & Checkel (2014) offers several procedural suggestions, 
such as “be relentless in gathering diverse and relevant evidence” and “combine process tracing 
with case comparisons”. These have also directed Chapter 4 and 5’s section organization.  
 For the second part, two articles inspired the study’s analysis framework, including 
Newman (2016) and Thomas et al. (2018). These two studies respectively argue key factors that 
promote the realization of Transit-Oriented Development (TOD) in the international context. As 
Newman (2016) claims that four perspectives are especially crucial for TOD’s international 
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realization, including (1). A strategic policy for transit hub creation; (2). A strategic policy that 
facilitates using transit to link urban hubs; (3). A statutory planning base that requires preferable 
density and design; and (4). A public-private funding mechanism. These aspects inspire the study 
to preliminarily organize each chapter and to eventually divide the current analysis structure. 
Government Instruments Financial Instruments Legal Instruments 
Design competitions  Assessment districts  Unbundled parking  
Area concessions Tax increment financing 
(TIF) 
Long land lease 
Organic development Owner shareholder 
constructions 
Temporary lease/functions 
Urban land readjustment 
(ULR) 
Owners association on 
location level 
Vacancy legislation 
Building claim model Transportation utility fees Guarantee requirements 
Private maintenance of public 
space 
Co-financing Open zoning plan 













Alliance/coalition model Building envelopes 
Area development company Business-improvement 
district (BID) 
Exploitation permit 
Supply chain arrangements 
Table 2.1 Thomas et al.’s Implementation Instruments Chart  
Thomas et al., 2018 
 By comparison, Thomas et al. (2018) presents a discussion based on TOD’s 
transferability in the Netherland. Similar as Newman (2016), this article also names three key 
aspects for TOD’s realization, including government instruments. Furthermore, authors even 
provide a shortlist of relevant policies in each aspect to discuss the Netherland’s practices on 
local TODs. As table 2.1 shows, there are thirty-two policy tools listed with four underlined 
instruments for detailed discussion.  Learned from the article, the study aims to also explore such 
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instruments in Hong Kong and Tokyo’s rail transit developments. In fact, as following chapters 
present, the two case cities’ instruments are different from each other, as well as the Netherlands.   
Regarding the methodology, as the previous chapter cites, three articles have encouraged 
the study to use a qualitative archival research design. First, Ward (2013) offers a statement of 
archival studies’ viability that leads the project to start finding evidences for using this technique. 
Second, Gaber & Gaber (2018) introduces qualitative methods in planning and policy analysis 
thoroughly. The article’s interpretation for qualitative field investigation, photographic study, 
and content analysis’ significance inspires the thesis to mainly practice archival study after 
previous academic projects’ field and photographic studies. Third, the research hand book edited 
by Silva et al. (2014) presents a series of examples of relevant studies, including Peel & Lloyd 
(2014)’s content analysis of governmental policies, Duminy et al. (2014)’s case study of African 
planning, and Zhang et al. (2014)’s archival study of Chinese masterplans. These studies 
respective influence the thesis’s conduction under the framework of qualitative archival analysis.  
Rail Transit-Induced Urban Expansion 
 This section presents literature review on articles discussing postwar urban expansion, as 
well as rail transit’s potential impacts within are reviewed. In the postwar U.S, Beauregard 
(2006) notes that urban built-up areas expanded toward periphery lands with single-family 
houses and private automobiles’ emergences, and Beauregard (2009) claims the circumstance 
induced population loss in inner cities. Brueckner (2000), Ewing (2007), and Ewing et al.(2008) 
conclude that such an automobile-based urban expansion is causing excessive commuting time, 
less physical exercises, heavier weights for residents, as well as high costs for infrastructures, 
energy wastes, air pollutions, land resource losses, and continuous downtown decline.  
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In the east, Pan & Zhang (2008) also applied quantitative method based on the hedonic 
price model to analyze the relationship between rail transit system and urban development in 
Shanghai, China. As the research outcome indicates, the rail transit in Shanghai “is a magnet that 
attracts new development or redevelopment to areas that the system covers…therefore shaping 
urban expansion and restructuring Shanghai” (Pan &Zhang, 2008). Similarly, regarding Tokyo’s 
urban expansion under rail transit’s impacts, Okata & Murayama (2011)’s policy review draws 
conclusions of “railway construction was one of the national modernization policies” and “urban 
expansion was controlled…by developments around railway stations” Referred to these two 
articles, it is quite apparent that in populous East Asian mega-cities like Shanghai and Tokyo, the 
rail transit has been playing a significant role in directing the cities’ urban expansion patterns.   
 As a strategy to mitigate these detriments induced by automobiles-dependent urban 
space, rail transit is especially emphasized to direct a more socially beneficial urban expansion 
pattern (Suzuki et al., 2013). A key literature reviewed is Rodrigue et al. (2017). The book offers 
a comprehensive discussion on relationship between transport system and spatial transformation. 
Especially, it states the theme of the spatiality of urban transportation and notes transportation’s 
impacts on urban form, urban land use, as well as urban spatial structure.  Pan &Zhang (2008) 
conducts a case study of Shanghai and indicates rail transit as “a magnet that attracts new 
development or redevelopment to areas that the system covers…shaping urban expansion and 
restructuring Shanghai”. Knowles (2012) presents cartography with development timeline to 
indicate how Copenhagen’s transit “finger plan” influences urban expansion over thirty years. 
Furthermore, reviewed studies conducted in the U.S, Cervero (2007)’s light rail-focused 
analysis based on twelve American cities indicates that this kind of rail transit system has a 
considerable potential to impact the urban form. Meanwhile, the article also warns that “a strong 
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regional economy, supportive local policies, and a hospitable station environment are essential if 
positive and substantial land use outcomes are to occur” (Cervero, 2007). With a similar focus, 
Ratner & Goetz (2010) confirms the TOD’s impacts on land use and urban form, especially in 
the downtown area based on detailed reviews for planning practice, rezoning, mobility 
preference, population density, as well as mixed-use development in Denver, Colorado.   
In the study’s two case cities, as Hebbert (1994), Sorensen (1999) and Sorensen (2011) 
note, Tokyo also suffered from the postwar suburbanization, whereas, instead of private 
automobiles, Tokyo’s urban expansion has been heavily depending on its rail transit system. 
Referred to area data provided by OECD (2014), compared with automobile-dependent cities in 
the U.S, despite a similarly large built-up area size, Tokyo has a significantly higher population 
density. In Hong Kong, Bertaud (2014)’s data shows the city’s population density is among the 
highest in developed countries and regions. Given the role of rail transit, Loo & Chow (2008) 
states “the railway network in Hong Kong has undergone great expansion to ‘catch up’ with the 
urban expansion phenomenon… Government was aware of the changing transportation needs 
caused by the urban expansion phenomenon” to draw the city’s attention on using rail transit to 
influence urban expansion. In a word, rail transit has been developing along with Tokyo’s 
postwar expansion for decades, and, in Hong Kong, it is also rapidly emerging to play a role. 
Planning System 
Chapter 3 reviews relevant documents and articles to discuss the two cities’ planning 
systems and how do these systems support rail transit projects. The most crucial documents are 
plans, reports, and data provided by public entities, such as Abercrombie (1948) and BUD 
(2015). Meanwhile, a series of precedent articles also conduct excellent analysis on them and 
inspire the discussion in following chapters. In Hong Kong’s case, He (2016) is a comprehensive 
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review of Hong Kong planning and development history. Due to Hong Kong’s administrative 
reform and sovereignty return, information on historical plans remains relatively limited. As a 
supplement, this article records the city’s postwar planning and narrates each strategic plans’ 
contents and implications that effectively assisted Chapter 5’s analysis. About the Abercrombie 
report, Hong Kong’s first strategic plan, Lai (1999)’s discussion further promotes the analysis.  
In Tokyo’s case, agencies like MLIT, BUD, and JICA provide various thorough reports 
that significantly support the statement. For instance, MLIT (2003) and JICA (2007) are two 
notable English reports published by Japanese agencies. These two articles use not only concise 
texts, but also demonstrative graphs to explain the city’s administrative and planning systems. 
Furthermore, despite Tokyo’s complicated regulatory systems, JICA (2007) narrates 
international comparison between Japan and other countries, which significantly promote the 
argument on Tokyo’s planning structures and innovations. Given academic publications, Ota 
(2016) offers a specific analysis of Japan first Capital Region Plan. This effectively assists the 
chapter’s analysis for Tokyo’s regional governance and its relationship with rail transit.   
Strategic Perspective 
 In Chapter 4, the formation of rail transit corridors is discussed, and the topic is closely 
related to public entities’ strategies and private sectors’ engagements. In Hong Kong, as MTR 
emerged relatively late compared with Hong Kong’s postwar urbanization progress, the 
discussion is more based on bringing transit hub development into the city’s urban expansion 
history monitored by Angel et al. (2016). To fulfill this goal, this section analyzes official 
documents and many articles discussed previously, such as Suzuki et al. (2015), from a corridor 
perspective. The result suggests that new town development is a key factor that direct Hong 
Kong’s peripherical expansion. Although MTR’s operation was later than most new towns, a few 
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new developments like Tseung Kwan O new town were influenced by its rail transit services and 
R + P projects. On the policy side, Tang & Lo (2008) admits Hong Kong’s land use and 
transportation policies also play roles by offering operation priority to public transportation. 
In Tokyo, the postwar urbanization pattern in Tokyo is quite recognizably affected by rail 
transit services. From archival review, Nikken Sekkei (2014) and Taniguchi (2018) introduce the 
practice of Rail Area Development (RAD) that facilitates rail transit corridor’s formation and has 
been applied for several decades in Japan. For further case studies, Nikken Sekkei (2014) 
investigates Tokyu Garden City line and Chorus & Bartolini (2012) explores Tokyu Toyoko line. 
From these case studies, it is evident that, in Tokyo, private entrepreneurs initiated the practice of 
integrating rail transit and urban development together during the postwar era. As time goes by, 
public sectors successively offer institutional and legal supports to further promote these high-
density and economically efficient development projects. A representative milestone would be 
the Rail Housing Law (宅鉄法) (Nikken Sekkei, 2014).  Compared with historical urban expansion 
cartography in Angel et al. (2016), RAD has played a decisive role in forming residential 
corridors with rail transit projects in Tokyo’s suburban areas over the city’s postwar history. 
Transit-Induced Transformation in Case Cities 
 Taking advantages of existing data visualization project and key literatures, Chapter 5 
discusses rail transit’ role in Hong Kong and Tokyo’s urban transformations. Hence, relevant 
literature reviews are based on the two parts as well. In view of data visualization, the project 
“Atlas of Urban Expansion” conducted by Angel et al. (2016) is a backbone for relevant 
analysis. Because, facing constrained time of research conduction, quantitative procedures for 
Hong Kong and Tokyo’ urban expansions are not quite possible, this project provides an 
excellent opportunity to observe precedent studies’ quantitative data visualization to argue rail 
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transit’s role in the two cities’ built environment transformations. From early 1990s to mid-
2010s, the project’s outcome significantly supports this initial argument in the study.  
 To interpret the role presented in Angel et al. (2016), the chapter also discusses two 
representative case studies, Tseung Kwan O (TKO) line in Hong Kong and Tsukuba Express line 
in Tokyo. In Hong Kong’s case, MTR (2012)’s report offers a series of statistical values related 
to different transit corridors’ integration with R + P projects. Furthermore, Cervero & Murakami 
(2008)’s housing price discussion on Hang Hau station on TKO line is also an evidence of rail 
transit’s impact on the development pattern. In Tokyo’s case, there are a various of Japanese 
publications analyzing Tsukuba Express line’s influences on development. Specifically, Ono 
(2002) notes the line has induced more Land Readjustment (LR) programs, and Awano (2009) 
indicates high-rise apartment development has accelerated after the line’s operation. Moreover, 
Okamoto et al. (2010) examines that the line has changed residents’ travel behaviors. Through 
various perspectives, these articles prove rail transit line does affect the urban transformation.  
Land Use Tools and Transit Hub Development 
 As the start of answering the second research question, Chapter 6 discuses land use tools 
in the two cities. Initial archival review recognizes the transit hub development as a key element 
in both Hong Kong (Cervero & Murakami, 2008) and Tokyo (Calimente, 2012). Its realization 
relies on innovative tools that promote flexible land uses. From Hong Kong’s official documents, 
Comprehensive Development Area (CDA) and development scheme plan are recognized as two 
frequently practicing tools. For transit hub development, Xue at al. (2010) narrates Hong Kong’s 
highly sophisticated station structure with Kowloon Station-Union Square as the foremost 
example. The article analyzes the project’s creativity and admits its benefits to rail transit-
integrated development. Regarding the outcome of relevant tools and developments on land use, 
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Lau et al. (2015) discusses the Multiple Intensive Land Use (MILU) to conclude that the city has 
made progress on creating a compact built environment with mixed-use projects. 
In view of Tokyo, similar to the previous section, overall analysis is inspired by the three 
books written by Nikken Sekkei. Respectively, Nikken Sekkei (2014) provides a thorough 
perspective on the rail transit development strategies on both land use and finance. By contrast, 
Nikken Sekkei (2017) emphasizes to land use and urban design. As the latest publication, Nikken 
Sekkei (2019) is the least relevant as it mostly states information on station architectures. Along 
with official reports, these books significant support the thesis’ argument. From academic 
articles, Calimente (2012) examines Tokyo’s rail transit-integrated development trajectory and 
coins the city’s development outcome as Rail-Integrated Communities (RIC). On a policy 
perspective, Sorensen (2000) presents a detailed discussion on mechanism and effects of Land 
Readjustment (LR), a frequently practicing land use instrument in Tokyo’s development. In 
addition, Sorensen et al. (2010) discusses the relationship between Tokyo’s high-rise apartment 
building boom and various regulatory reforms on land use, as well as buildings, since the 1980s.   
Project Financing 
Continuing discussing strategies that support rail transit development, Chapter 7 focuses 
on how public and private sectors finance relevant projects in Hong Kong and Tokyo. Given 
Land Value Capture (LVC)-based financing strategies, Suzuki et al. (2015) is the foremost 
article, since authors address not only the fundamental philosophy of LVC instruments, but also 
practices in Hong Kong and Tokyo as successful cases. Relevant studies in the article 
preliminarily present a difference between practices in the two cities. Specifically, Hong Kong 
has a unitary administrative system, and, taken this advantage, the government designs a highly 
efficient and regulated Rail + Property model to support rail transit development. By contrast, 
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Tokyo has more complicated administration, planning system, and stakeholder network. In the 
article, authors respectively discuss the two cities’ practices and provide a series of cases to 
explain their achievements. These discussions serve as the initial enlightenment of the chapter. 
As a supplement, as the previous section mentions, Cervero & Murakami (2008) adds 
more examinations on Hong Kong’s R + P model and summarizes the model’s financial 
contribution to the city. The article analyzes a series of case studies of Hong Kong’s stations to 
explore the relationship between development and rail transit-integrated projects with indicators 
like the housing price. For Tokyo, Calimente (2012) narrates a background profile of Tokyo’s 
rail transit-integrated development. From the financial perspective, besides Suzuki et al. (2015), 
Cervero (1998) and Zhao et al. (2012) offer discussions about Tokyo’s public-private financial 
practices. Further articles include architecture firm Nikken Sekkei’s three professional books 
published in 2014, 2017, and 2019. Financial data of private sectors, including MTR in Hong 
Kong, as well as JR East and Tokyu Corporation in Tokyo, are also reviewed in this chapter.  
Rail Transit and Social Change  
In addition, the review also includes articles that discuss social benefits of rail transit 
induced places and lives there. For rail transit’s impacts on the property market, Cervero and 
Landis (1990) examine selected stations in Washington, DC, and Atlanta, GA, with a conclusion 
of “office projects located at or near transit stations enjoyed a slight office rent premium over 
their freeway-oriented competitors…office projects near rail stations tended to be slightly larger, 
and lease up somewhat more rapidly than office projects at the nonrail control sites”. Moreover, 
also based on a case study for Atlanta, GA, Bowes & Ihlanfeldt (2001)’s quantitative study by 
estimating hedonic price model and auxiliary model reveals that reducing commuting costs and 
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34 attracting retail activities are two reasons to explain transit stations’ promotions on property 
value, although stations’ potential for increasing crimes remains countering the correlation.  
Concerning individual benefits, Lewis-Workman & Brod (1997) finds that “proximity to 
rail transit stations can be a significant source of benefit to residents within walking distance” in 
case studies for Portland, OR, Bay Area, CA, and New York, NY, with statistical analysis. For 
specific focuses, Lachapelle and Frank (2009) confirms the positive correlation between transit 
use and walking activities, MacDonald et al. (2010) tests light rail transit’s negative impact on 
passengers’ weights changes, and Stokes et al. (2008) proves light rail transit’s benefit for saving 
passengers’ public health costs. According to these research outcomes, it is quite credible that 
compared with depending on private automobiles, with its social impacts, the increasing rail 
transit system can enhance both the local land economy and the quality of life of passengers.  
To sum up, Chapter 8 states a summary of previous chapters and relevant articles. In a 
word, Chapter 4 and 5 answers: in what ways the development of the rail transit system directed 
the two cities’ urban expansion? while Chapter 6 to 7 answers: in what ways have public sectors’ 
planning regulations and private rail firms’ financing strategies affected these achievements? A 
comprehensive comparison sheet is provided to present each previous chapter’s discussion. The 
result suggests although the two cities both achieved successful rail transit-integrated urban 
transformations, Hong Kong practices an efficient and concise approach, whereas Tokyo has a 
complicated set of tools to confront various challenges. This difference originates from the two 
cities’ disparities in administrative and land lease systems. This implies Hong Kong and Tokyo’s 




Chapter 3. Planning System in Support of Transit Development 
 To discover why some cities successfully developed high-quality and financially capable 
rail transit systems, it is indispensable to depict their planning systems and to distinguish 
particularities that facilitate rail transit development. Especially, in view of Tokyo and Hong 
Kong, despite the common success in rail transit development, they are quite disparate in 
planning regulations. For instance, Tokyo’s zoning tends to require an area to not build buildings 
in certain uses, while Hong Kong’s zoning specifies land uses. Focused on such policies, this 
chapter provides a concise view of the two cities’ administration and land management. 
Hong Kong, Direct Regulation over the Territory 
As an international financial center, the Hong Kong government has also been paying 
attention to draw macroscopic visions for the city’s anticipated development and competitiveness 
over the decades. As early as in 1922, Hong Kong had its first planning document, and, in 1948, 
renowned British planner Sir. Patrick Abercrombie drafted Hong Kong’s first strategic plan (Lai, 
1999). As Figure 3.1 below shows, the report has drawn urban physical structure that Hong Kong 
still possesses nowadays, including the city’s dense development between the Victoria Harbor 
and lineal residential distribution with new town projects towards the northwest. Thereafter, the 
city’s strategic plan making became increasingly regular, and since 1984, comprehensive plans 
for entire Hong Kong are published approximately every ten years (TPB, 2015) 
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Figure 3.1. Hong Kong Plan in Abercrombie Report 1948  
Source: Abercrombie, 1948 
             Relating to strategic plans’ publications, the emergence of urban rail transit was 
relatively late. Since MTR’s operation began in 1979, strategic plans published previously could 
not provide direction instruction on the field, whereas, based on Hong Kong’s compact city 
form, there were many planned elements indirectly shaped Hong Kong’s physical basis for its 
efficient rail transit system nowadays. For instance, as Table 3.1 below lists, as early as in Hong 
Kong, Preliminary Planning Report (Abercrombie, 1948), cross-harbor tunnel, new town 
development and railway relocation have been unexceptionally highlighted. These factors 
created residential corridors and infrastructural l priorities that prefer MTR’s rail transit service. 
On the table, plans until the 1990s mostly emphasized on transportation infrastructure and new 
towns, and entered the 21st century, strategic support for rail transit also crucially strengthened.    
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Agency Strategic Plan Scope On Rail Transit Year 





Cross-harbour tunnel; Railway 
relocation; New towns 
1948 
Town Planning Office Colony Outline Plan British 
Hong Kong 
Urban hub plan; New Territories 
development 
1972 
Town Planning Office Hong Kong Outline Plan British 
Hong Kong 
Urban hub plan; New Territories 
development; Planning potentials 
1979 




Plan for future transportation; New 
towns; New airport plan 
1984 




Transportation infrastructure plan; 
New Territories development  
1996 
Development Bureau& 
Planning Department  
Hong Kong 2030 Hong Kong 
SAR 
Facilitation for development 





Hong Kong 2030 + Hong Kong 
SAR 
Railway as backbone; Transit-
Oriented Development (TOD) and 
city form creation 
2018 
Table 3.1. Strategic Plans in Hong Kong  
Source: Lai, 1999; He, 2016 
             In the second latest strategic plan Hong Kong 2030 published in 2007, the significance of 
transit hub has been noted. As the report notes, Hong Kong’s preferred spatial development 
pattern in the future is “underpinned by the planning concept of clustering the bulk of 
development around mass transit railway stations to facilitate fast and mass movement of people 
in an environmentally friendly mode of transport” (Development Bureau & Planning 
Department, 2007). This was no doubt a milestone for the integration of rail transit and urban 
expansion in Hong Kong from the strategic perspective. Notably, the plan designated three 
development axes on three significant locations, urban core-airport corridor, Tseung Kwan O-
Luo Wu corridor and Luo Wu-Tuen Mun corridor. Respectively, these corridors overlap with 
MTR’s recent rail transit lines, and more details on are discussed in Chapter 4. 
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Figure 3.2. Development Axis Plan in Hong Kong 2030 with Transit Lines 
Source: Adapted from DB & PD, 2007 
             By far, the latest strategic plan for is Hong Kong 2030+: Towards a Planning Vision and 
Strategy Transcending 2030 (DB & PD, 2018) created collaboratively by the government’s 
Development Bureau and Planning Department. The plan illustrates that Hong Kong is among 
the world’s densest cities with a high livability level, while this level is lower than peer global 
cities. As such, the plan sets to improve the city’s livability as a significant development target 
by 2030. To achieve the target, in the transportation chapter, the plan identifies transit as the 
backbone for confronting livability challenges of future population and automobile growth. The 
part draws a specific scheme for rail transit, ranging from transit corridor formation to territorial 
integration. Especially, the city form creation based on rail transit has been an emphasis. 
             Owing to the city’s highly autonomous status, Hong Kong can almost conduct the entire 
zoning ordinance system like Singapore, a city state, does. As table 3.2 below presents, the town 
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Planning Board (TPB) is responsible for crafting microscopic statutory plans, including two 
types of outline zoning plan and Development Permission Area (DPA) plan. Also, Land 
Development Corporation and Urban Renewal Authority (URA) create development scheme 
plans as supplements. Most urban development projects in the city follow these three plans.  
Agency Land Use Plan Area Example Category 
Town Planning Board Outline Zoning 
Plans  
Urbanized Ma Tau Kok (KPA 10) 

















Prince Edward Road 









Renewal Authority (URA) 
Development Bureau & 
Planning Department 
Strategic Plan Whole 
Territory 
Hong Kong 2030 + Transportation; 
Housing; etc. 
Table 3.2. Basic Planning Structure in Hong Kong  
Hong Kong Town Planning Board, 2019 
 
Especially, located in an overwhelmingly urbanized territory, the outline zoning plan 
plays a primary role in Hong Kong’s development process. Like zoning ordinances in most 
cities, outline zoning plan assigns essential land use types, such as residential, commercial, and 
industrial uses, to urban land in Hong Kong. DPA plans also assign specific zoning types while 
fit planning needs of rural areas, where serve for developing greenfield project. By contrast, 
development scheme plans crafted by Land Development Corporation or Urban Renewal 
Authority (URA) particularly draws details of site uses. For instance, in Prince Edward Road 
West/Yuen Ngai Street Development Scheme Plan, buildings, 190 – 204 Prince Edward Road 






Category Zone Area Location Maximum FAR 
Metropolitan 
Area 
R1 Existing Urban Areas Hong Kong Island 8.0/9.0/10.0 
Kowloon and New Kowloon 7.5 
Tsuen Wan, Kwai Chung, and Tsing Yi 8.0 
New Development Areas and CDAs 6.5 
R2 6.0 
R3 3.6 




Table 3.3. Residential Zoning Categories with Maximum FAR in Hong Kong  
Source: TPB, 2018 
In view of residential zoning categories, maximum FAR requirements for each category 
are almost all extraordinarily high. In detail, Hong Kong’s highest maximum FAR for R1 zones 
is 10.0 assigned in Hong Kong Island, and the lowest maximum Far for R2 zones is 5.0 assigned 
in new towns. R3 is Hong Kong’s essential category for “low-density” residential developments, 
but its maximum FAR requirement is still as high as 3.6. In suburban new towns, R4 zone with 
an extremely low 0.8 requirement exists as well, but it remains quite rare over Hong Kong 
SAR’s territory (TPB, 2018). Compared with other high-density cities, New York also assigns a 
10.0 maximum FAR in R10 residential category, while other categories rarely allow exceeding a 
6.0 FAR. In earthquake-threaten Tokyo, a 5.0 FAR is principally the maximum of residential 
zones. In a word, Hong Kong’s land use regulation does induce a high-density built environment. 
Tokyo, Multilayered Plans by Each Administrative Level 
In contrast to Hong Kong’s unitarian governance, Tokyo is under sophisticated planning 
regulations from each administrative level. In Japan, the first administrative level is prefecture (都
道府県), followed by the second level municipality (市町村). Differed from other prefectures, since 
Tokyo Metropolis itself constitutes a prefecture, its subordinate 23 Wards are at the same level as 
municipality (市町村) elsewhere. The 23 wards together are recognized as Tokyo’s urban core. 
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Consequently, the national, the metropolitan, and the ward-level government all hold power to 
regulate lands. This is because, legally, each ward is at the same administrative level as a single 
Japanese municipality, such as Osaka and Nagoya. This circumstance regulates land in Tokyo in 
a multilayered top-down rule. Meanwhile, with the Japanese governance system, planning 
authorities hold both awareness and power to integrate these plans together (MLIT, 2019).  
Agency Strategic Plan Area Example Category 
Ministry of Land, 
Infrastructure, Transport, 










“Convectional” Territory; Aging; 
Disaster; etc. 
Ministry of Land, 
Infrastructure, Transport, 
and Tourism (MLIT, 
State-level) 






urban Corporation; Urban Core 
Redevelopment; etc. 










Role of Tokyo; Development 
Goals; Metropolitan Creation 
Strategies; 2040 Prospective; etc. 










Land Use Strategy; Urban 
Facility; Urban Landscape; etc. 




Planning Objects; Land Use 
Principles; Facility Codes; etc. 
Table 3.4. Multilayered Plans that Impact Rail Transit in Tokyo 
MILT & BUD, 2019 
 If identifying a keyword of concise to Hong Kong’s governance and plan making system, 
Tokyo’s keyword would potentially be sophisticated, as the system is indeed simultaneously 
specific and even complicated. Crafted by the state, the prefecture, the urban core special district, 
and the local, there are more than ten types of plans publishing almost every year. Regarding 
strategic plans, four kinds are especially crucial, two made by the Japanese Ministry of Land, 
Infrastructure, Transport, and Tourism (MLIT) and two made by the Tokyo Bureau of Urban 
Development (BUD). During the postwar era, based on territorial planning laws and spatial 
planning perspectives, MILT (2019) has been creating seven National Land Use Plans and five 
Capital Region Development Plans. On the other hand, BUD has been drafting plans respectively 
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for the entire Tokyo Metropolis and the Urban Core 23-ward Special District. Relevant plans’ 
cover rail transit strategies, and the Capital Region Plan is among the most remarkable. 
Agency Plan Scope On Rail Transit Year 
MLIT First Capital 
Region Plan 
100 km from central 
Tokyo 
Station area development; Satellite towns; Japan 
National Rail and Private rails’ accessibility 
1958 






Urban functionalization; Satellite towns; 
Concentration control; Territorial network 
reform (with High-Speed Rail etc.) 
1965 
MLIT Third Capital 
Region Plan 
Same as above Capital region integration; Multi-centric region 
creation; Concentration control 
1974 
MLIT Fourth Capital 
Region Plan 
Same as above Concentration control; Regulation on industry 
distribution; Establishment of transportation 
communication network 
1986 
MLIT Fifth Capital 
Region Plan 
Same as above Strengthening suburban hubs; Urban core 
management; Capital region loop development 
1999 
MLIT Capital Region 
Territorial Plan 
Same as above Convectional mega region;  Urban cluster 
development; Outdated infrastructure 
management 
2016 
Table 3.5 Capital Region Plans in Tokyo  
Ota, 2016; MLIT, 2006; MLIT, 2016 
             In a word, although Tokyo regularly publishes a series of plans through various agencies, 
and the variety of plans still tends to keep diversifying, the Capital Region Plan is quite crucial 
because it has covered most population related to central Tokyo for residential or professional 
reasons. Ever since the second Capital Region Plan, the concept of Japanese “Capital Region” 
has been identified to as broad as eight prefectures centered Tokyo Metropolis. The range may 
seem too large, but it is quite necessary for rail transit, since, riding from Tokyo’s urban core, 
most transit lines’ final stations are located in other prefectures, such as Tokyu Toyoko line’s 
terminus in Yokohama, Kanagawa, and Tsukuba Express line’s destination in Tsukuba, Ibaraki. 
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Figure 3.3 Regional Rail Transit Plan in Tokyo  
Source: BUD, 2015 
             Regarding the content of each Capital Region Plan, it has been consistent on the 
emphasis of suburban development. This was counterintuitive from western cities’ challenge of 
uncontrollable suburbanization during the same era. Over the several postwar decades, Tokyo 
almost always attempts to control inflow population from the rest of Japan by constructing 
satellite towns. In the meantime, on account of the city’s entrepreneurial rail firms, rail transit 
lines played a crucial role om these developments. As time goes by, the integration between 
Capital Region Plan and transit-induced spatial pattern keeps evolving, as the fifth plan in 1999 
highlighted he urban loop development, and the recent Capital Region Territorial Plan in 2016 
added the concept of convectional mega region creation to direct urban-suburban coordination. 
             Compared with Hong Kong, in Tokyo, the government is playing a multilayered role in 
the strategic plan making process, as official agencies at almost every government level craft 
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plans for subordinated territories. Consequently, Tokyo is under several “upper-level plan” (上位計
画)‘s influences, which is distinctly different from the unitarian official strategic plan in Hong 
Kong. Regarding land use regulation, the two cities are similarly using zoning as basis and 
providing project-based plans case by case. In Hong Kong, government is possible to control 
urban growth through its state lease holding system, whereas in Tokyo, MLIT needs to assign 
Urbanization Control Area (UCA) to confront the risk of potential urban sprawl. As previous 
section states, Tokyo has various rail transit systems, but Hong Kong only has the MTR. 
 
Figure 3.4 Land Use Planning System in Tokyo 
Source: MLIT, 2003 
 In the case of land use planning in Tokyo, as Figure 3.4 above illustrates, several 
regulation tools interact on a certain land area. In the urban area, the land is first divided into 
districts with district plans and other districts, and then, local planning agencies specify 
urbanization and zoning categories to the land. On the other hand, in quasi urban area, zoning 
categories play a predominant role in land use regulation, because agencies do not designate 
district plans and urbanization categories. In short, ordinarily, zoning category is a national 
practice and the designation of zoning categories is the basic tool of land use regulation in Japan. 
However, in the urban area, redevelopment-driven district plan and urbanization control 
categories also exist for coordinating urban growth and local development.  
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 Regarding Japan’s zoning system, it is distinct that categories tend to maximize the 
potential of mixed land use. Specifically, there are totally six residential categories, and, each of 
them allows mixing other uses to a certain degree. In the densest “Category II Residential Zone”, 
schools, retails, and even auto repair shops are all tolerated to develop. In the strictest zoned 
“Category I Exclusively Low-rise Residential Zone”, schools for basic education and religious 
facilities are still permitted. Notably, besides the six residential categories, mixed-residential 
zones, commercial zones, and even most industrial zones all allow residential development. In a 
word, the “Exclusively Industrial Zone” is the only category that does not permit housing use. In 
this way, under most circumstances, developers’ considerable tends to be “what is not allowed” 
instead of “what is allowed”. Moreover, the system is also quite peculiar in its use specification 
that is as detailed as identifying places like “bathhouses” and “karaoke boxes”.  
Concerning the system’s maximum FAR requirement for each land use category, as the 
previous section shortly has stated, it is generally lower than Hong Kong’s categories that rarely 
designate FAR below 1.0 and usually designate FARs above 3.6 in urban core area. Under the 
Japanese zoning system, in Tokyo, 5.0 FAR is substantial the highest allowance for residential, 
industrial, and most mixed-use categories. In the meantime, “Commercial Zone” is the only 
exception, and it allows mixing residential and any other facilities except factories. Remarkably, 
although its maximum building coverage ratio is limited to 0.8, developments in such zones are 
able to occur with a 13.0 FAR, a higher allowance than which in Hong Kong and New York.  
For mixed-use mega projects, especially those related to rail transit hub development, as an 















Category I exclusively 
low-rise residential zone 
0.5/0.6/0.8/ 
1.0/1.5/2.0 
0.3/0.4/0.5/0.6 Houses + Basic Education Schools 
Religious Facilities 
 
Category II exclusively 
low-rise residential zone 
0.5/0.6/0.8/ 
1.0/1.5/2.0 
0.3/0.4/0.5/0.6 Above +  Small Retails 
Category I mid/high-rise 
oriented residential zone 
1.0/1.5/2.0/ 
3.0/4.0/5.0 
0.3/0.4/0.5/0.6 Above + Larger Retails + Hospitals 
&Universities + Garages 
Category II mid/high-




0.3/0.4/0.5/0.6 Above + Other Retails + Offices 




0.5/0.6/0.8 Above + Hotels + Auto Repair Shops 




0.5/0.6/0.8 Above + Karaoke Boxes 
 
Quasi-residential zone 1.0/1.5/2.0/ 
3.0/4.0/5.0 






0.6/0.8 Above + Large Theatres & Cinemas 




0.8 Above + Bathhouses  
Quasi-industrial zone 1.0/1.5/2.0/ 
3.0/4.0/5.0 
0.5/0.6/0.8 Above – Bathhouses + Less 
Environmental Impactive Factory  
Industrial zone 1.0/1.5/2.0/ 
3.0/4.0 
0.5/0.6 Houses + Religious Facilities + All 
Retails + Offices + Karaoke Boese + 
Bathhouses + Garages + Warehouses + 





0.3/0.4/0.5/0.6 Religious Facilities + Offices + 
Karaoke Boese + Bathhouses + 
Garages + Warehouses + Auto Repair 
Shops + All Factories 
No Land Use 
Designation Zone 
(Excluding UCA) 
- - All – Large Theatres & Cinemas – 
Bathhouses 
Table 3.6. Zoning Categories in Tokyo  
Source: MLIT 2018 
Conclusively, this chapter reviews Hong Kong and Tokyo’s administrative and planning 
system to explore institutional support for rail transit development. Administratively Hong Kong 
is a highly autonomous Chinese SAR, while Tokyo is a part of the Japanese governance system. 
This decides the Hong Kong government is almost only policy making entity in Hong Kong, but 
34 
52 the Tokyo government has to consider the coordination its municipal policies with national, 
regional and local policies. For land ownership, Hong Kong runs a state lease holding system 
while Tokyo has a free lease holding system. This also empowers the Hong Kong government to 
regulate over the city’s land. Concerning planning systems, both cities publish strategic plans, 
while Tokyo is influenced by plans made by different administrative levels. For land use, both 
cities have zoning systems with tools that promote flexible land use on certain projects.  
For instance, in Hong Kong, to allow more flexible land use, the city mainly assigns 
Comprehensive Development Areas (CDAs) with higher FAR allowance and more flexible land 
use integration. In Tokyo, viable tools are various, including but not limited to land readjustment, 
redevelopment promotion district plan, specified block system, efficient land utilization district, 
urban renaissance special district, and permission system for comprehensive building design. 
Facing challenges from the densely populated built environment, the two cities do apply 












Chapter 4. Transit Corridor Formation as Urban Expansion Driver 
 To discuss the first research question, how rail transit development directed urban 
expansion, a linear approach of rail transit development is potentially crucial for driving the 
expansion. From existing data, quite distinguishably, population tends to concentrate around rail 
transit lines in both case cities, whereas, if these lines have been driving or enhancing such a 
concentration remains a question. Referred to Taniguchi (2018), Tokyo has been applying 
strategies for using rail transit to determine where residential and commercial facilities should 
locate. In the postwar history, Tokyu Garden City Line on the south and Tsukuba Express Line 
on the north are among two representative cases. In Hong Kong, as MTR initiated its rail transit 
operation as late as in 1979, it remains less probable for the system to drive the urban expansion, 
whereas, based on the Rail + Property model, transit services may have been enhancing the 
population concentration around rail lines. In the chapter, details regarding rail corridor 
development and corridor-oriented population growth in the two case cities are discussed.  
Hong Kong, Semi-Driven Expansion and Concentration Enhancement 
 Regarding Hong Kong SAR’s territory, according to the official census, it is often to 
identify Hong Kong Island, Kowloon and New Territories as the city’s three essential geographic 
units. Among the three, Kowloon is the most populous and mostly urbanized (Angel et al., 
2016). In the other three places, territories tend to cover fragmented urban areas, country parks, 
and undeveloped lands. Referred to Hong Kong’s zoning regulation, the area centered Hong 
Kong Island and Kowloon is recognized as the city’s urban core. By contrast, in New Territories, 
nine urbanized areas were developed as new towns in history. Six among the nine new towns 
were initiated in the 1970s, when the MTR system did not exist yet, and the rest three were 
developed successively in 1982, 1987, and 1996. (HKGOV, 2019). As Hong Kong SAR only has 
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a total land area of 1,108 square kilometers in 2018, and the urban core is built in extremely 
dense residential density, the relationship between rail transit and new towns would serve as an 
indicator to explore the MTR rail transit’s role in Hong Kong’s urban expansion.  
 
Figure 4.1 Statutory Plan Index in Hong Kong  
Source: Planning Department 2018 
 Since the MTR system’s operation is overall late compared to these new towns’ 
development, there are principally two circumstances in Hong Kong, most new towns accessed 
to MTR system later and a few others developed along with MTR’s participation. Among the 
nine places, Tuen Mun, Yuen Long, and Tin Shui Wai are three adjacent new towns located on 
the west New Territories. For decades, they have been lacked accessibility to MTR’s rail transit 
service until West Rail Line’s opening in 2003. Tsuen Wan, the earliest and most populous new 
town in the city, also had no rail transit accessibility until Tsuen Wan Line’s opening in 1982. 
For Sha Tin, Tai Po, and Fanling-Sheung Shui, privileged from the historical Kowloon-Canton 
Railway (KCR) that transformed into MTR East Rail Line in 2007, these three new towns had 
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better railway accessibility over decades, although these conventional railway services operated 
by KCR were quite different from MTR’s transit operation and R + P development nowadays.  
 
Figure 4.2. R + P Projects Distribution in Hong Kong  
Source: Adapted from Suzuki et al, 2015 
 Therewith, based on recent development timeframe and the proximity to the urban core, 
Tseung Kwan O (TKO) and Tung Chung have been enjoying more population aggregation 
benefits from MTR’s R + P strategy on its two rail transit lines. As their names imply, Tung 
Chung line, opened in 1998, and TKO line, opened in 2002, are directly related to developments 
in new towns of Tung Chung and Tseung Kwan O. As Figure 4.2 presents, on the east side, four 
stations along TKO line were constructed with property development and are all located in the 
Tseung Kwan O new town. On the west side, along Tung Chung line, Tung Chung is also a 
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massively R + P integrated stations. Studied by Suzuki et al. (2015), the station is right located in 
the center of the new town and had a comprehensive mixed-use plan. Furthermore, along Tung 
Chung line, starting from Kowloon station discussed in Chapter 5, Olympic and Tsing Yi are 
also stations constructed with distinguished R + P projects. As such, based on these two 
relatively recent MTR lines, R + P projects may positively influence population change.   
 Furthermore, according to the same map, R + P developments also broadly distributed 
over the entire New Territories, especially also in new towns of Sha Tin, Tsuen Wan, Yuen 
Long, Tuen Mun, as well as Tai Po. As referred to Cervero & Murakami (2009), in Hong Kong, 
over decades of R + P rail transit integrated development, households tend to house around 500 
meters around the station, it is quite potential that these projects have enhanced relevant new 
towns’ population concentration. As a partial evidence, referred to the Hong Kong Census and 
Statistics Department (HKCSD), most new towns had substantial growth rates from 1991 to 
2016. Especially, supported by the MTR TKO line and four R + P projects, Tseung Kwan O new 
town, had the highest growth rate of 78.28%. Nevertheless, exceptions also exist. Sha Tin had 
two property development projects, but its population growth rate was -10.98%. Meanwhile, 
Fanling-Sheung Shui had none of such projects, while its population has still grown at the second 
highest 52.08% rate. Located out of Hong Kong’s urban core area, these new towns’ population 
change and MTR’s role are quite significant for examining rail transit’s impact on urban 
expansion. Facts above reveal that, possibly, MTR’s service and development enhanced these 



















Tsuen Wan 1959  
(begins) 
710,655 823,386 15.86% 
 






Sha Tin  1973 505,970 455,892 -10.98% 735,000 35.9 Sha Tin 
District 
Tuen Mun  1973 363,820 487,407 25.36% 649,000 19.0 Tuen Mun 
District 
Tai Po  1976 192,600 270,728 28.86% 347,000 12.7 Tai Po 
District 








1982 86,569 398,479 78.28% 450,000 10.1 Sai Kung 
District 
Tin Shui Wai  1987 - 286,232 - 306,000 4.3 Yuen Long 
District 
North Lantau  
(Tung Chung) 
1996 - 86,392 - 220,000 8.3 Islands 
District 
Table 4.1 Hong Kong’s New Towns with Population 1991-2016  
Source: HKCSD 1992 & HKCSD 2017 
 To sum up, Hong Kong is a fairly peculiar city in terms of the urban expansion, since the 
government has a statutory plan that divides SAR’s territory into urban core and new towns with 
different land use regulations, such as FAR allowances (TPB, 2019). Subsequently, the urban 
core around the Victoria Harbor has been densely built for decades, and, instead, new towns are 
more indicative for the city’s expansion pattern. In a historical perspective, MTR’s operation 
started in 1979, when most new towns were already developing. In this case, it is less probable 
for rail transit services and R + P projects to drive population growth from scratch. Instead, 
despite existing exceptions, they may strengthen the population concentration in existing new 
towns, represented by TKO line and the Tseung Kwan O new town. In the meantime, since there 
are various factors impact the population-based urban expansion, further quantitative studies, 




Tokyo, Rail Area Development and Transit Corridor Creation 
 In Tokyo, the relationship between rail transit and urban expansion is quite explicit, 
because rail operators have long been regarding transit corridor development as a principal 
strategy. Differed from Hong Kong SAR’s mountainous topography and 583 square kilometers 
planned built-up area (Tang, 2012), Tokyo is located in the center of Kanto plain, Japan’s largest 
contiguous plain area. Taken this advantage, referred to OECD (2014), the city’s metropolitan 
area’s built-up area has expanded to about 4,321 square kilometers across several prefectures. 
Although Tokyo’s urban core, often defined as areas within the JR Yamanote rail loop line 
(Sorensen, 2001; JR East, 2019), has also been densely built up for decades, the metropolis’ vast 
suburbs exist a stage for rail transit operators to direct population-based urban expansion pattern.  
Rail Transit Corridor Development and Rail Firms 
 Rail Area Development (RAD), sometimes transliterated as Ensen Kaihatsu (沿線開発), is 
an approach that Japanese rail firms have been applying for almost a century. According to 
Nikken Sekkei (2014) and Taniguchi (2018), the development approach was innovated around 
the 1910s, when entrepreneurs like Ichizou Kobayashi, the founder of private rail firm Hankyu 
Corporation, started planning rail transit and housing projects together in Osaka’s suburbs. A few 
years later, alike developments emerged in Tokyo, as from 1918, Tamagawa Electric Railway, 
the predecessor of today’s Tokyu Corporation, initiated the projects along stations on the current 
Garden City line, or Denen Toshi (⽥園都市) line by transliteration. Such private rail firm-led 
RADs eventually thrived after World War II, and around Tokyo, a variety of rail transit lines 
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Inba Nihon Idai 
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51.4 km 2010 
JR East JR Keiyo Line Tokyo-Soga 43.0 km  1975 
West Keio Keio Line  37.9 km 1913 
 
JR East 





JR Sobu Line Tokyo-Choshi 120.5 
km 
1897 
South Keikyu Keikyu Main Line Shinagawa - Uraga 56.7 km 1901 
Odakyu Odawara Line Shinjuku – 
Odawara 
82.5 km 1927 
Tokyu Toyoko Line Shibuya-Yokohama 24.2 km 1926 
Garden City Line Shibuya- 
Chuo Rinkan 
31.5 km 1907 
North Seibu Ikebukuro Line Ikebukuro - Agano 57.8 km 1915 
Shinjuku Line Seibu Shinjuku – 
Hon Kawagoe 
47.5 km 1894 
Tobu Skytree Line Asakusa –  
Tōbu Dōbutsu Kōen 
41.0 km 2012 
Tojo Line Ikebukuro - Yorii 75.0 km 1914 




58.3 km 2005 
Table 4.2 Main Rail Transit Lines in Tokyo’s Suburbs  
Source: JR East 2019 etc. 
 Given private rail in greater Tokyo, as Table 4.2 above presents, there several such firms 
operating rail transit lines towards every direction from the city’s urban core, and these lines 
opened in different eras, ranging from the 1880s to the 2010s. As the previous section discussed, 
represented by Tokyu Corporation, operators like Keio, Keikyu, Odakyu, Seibu, and Tobu all 
originated from private entrepreneurship and are still privately owned nowadays. Pioneered 
suburban RAD projects in history, these firms have long been playing a primary role for the 
Tokyo rail transit and property development integration (Taniguchi, 2018). As chapter 6 is 
stating, although rail lines managed by Japan Rail (JR) are often categorized into an individual 
rail type in Japanese statistics, ever since the privatization reform in 1987, JR East has become a 
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de facto private rail firm that runs both rail and property businesses. A difference between JR 
East and private rails is the former often provide intercity services besides transit services. 
Notably, taken advantages of Public-Private Partnership (PPP) to fund the rail construction and 
relevant RADs, Hokuso line and Tsukuba Express line remain peculiar from other rail lines,  
Multifaceted Strategies with the Linear Approach 
 Rather than a separately existing strategy, it might be more appropriate to recognize RAD 
as a set of development strategies’ synergy. Especially, financing, land use, accessibility, and 
development planning are among four foremost aspects. First, relating to Chapter 7’s specific 
discussion about various project financing instruments in Tokyo. Led by Tokyu’s Garden City 
line and Toyoko line, private rail firms’ transfer of property development profits to fund rail 
transit development would be a distinguishable financing strategy. In contrast, predominated by 
public shareholding, the PPP-based Tsukuba Express line advances in utilizing Japan’s Housing-
Rail Law (宅鉄法) enacted in 1989. With the law’s substantial support for the integration of rail 
transits and housing projects, practitioners affordably accomplished tasks of Land Readjustment 
(LR) and rights of way clearance for the line’s development (Nikken Sekkei, 2014; Suzuki et al., 
2015). Opened in 2005, the line formed a residential corridor from Tokyo’s Akihabara station to 
satellite city Tsukuba with thoroughly planned housing projects.  
Second, in view of Tokyo’s land use regulations, as Chapter 6 is introducing, MLIT and 
BUD direct various planning tools to satisfy development needs, such as FAR exception, 
fragmented land readjustment, and even a single architecture’s extraordinary design, as much as 
possible. Furthermore, on account of these tools, referred to Chorus & Bartolini (2012)’s analysis 
based on Tokyu’s Toyoko line, governments also corporately designate development densities 
lineally concerning rail transit corridors’ housing projects. In Toyoko line’s case, relevant public 
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entities mainly include municipal governments of Tokyo, Yokohama, Kawasaki. Notably, 
despite these municipalities’ autonomous categories according to Japan’s Local Autonomy Law, 
they still effectively cooperated to regulate developments around stations along Toyoko line. As 
such, the way these public entities communicate would be a potential direction for future studies.   
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Table 4.3 Strategies for Rail Transit Corridor Development in Tokyo 
Source: Nikken Sekkei 2014; Suzuki et al. 2015; Chorus & Bartolini 2012 
On the transportation perspective, the third crucial transit corridor facilitation strategy in 
Tokyo is through service between private rail lines and municipal metro lines. A privilege for 
this practice is that, in greater Tokyo, most railways are constructed with the same 1,067 mm 
gauge (MLIT, 2019). When a city only has one or a few rail operators like MTR in Hong Kong, 
this advantage may seem neglectable, whereas, since Tokyo has more than ten operators, a 
unified gauge and actively corporative operators coordinated to create through services from 
almost every metro lines. For example, at present, Tokyu’s Garden City line directly connects to 
Metro Hanzomon line, and Odakyu’s Odawara line connects to Metro Chiyoda line. These 
services promote rail corridors by allowing passengers to take two transit lines operated by 
different firms while staying in the same train all the way from suburbs to central Tokyo. 
Additionally, Chorus & Bartolini (2012) also discussed the last aspect, planning for 
developments. In the article, this analysis aims to answer two questions: how to prevent 
competition between stations, as well as how to generate off-peak and bidirectional traffic flows. 
As authors indicate “By placing activities (e.g., shopping malls, universities, hospitals, and 
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offices) somewhere in between the line, bidirectional and off-peak travel can be promoted” 
(Chorus & Bartolini, 2012). Considering the linear space, this is a deeper exploration of 
developing rail transit and property together. In the case, as the entire corridor is operated and 
developed by a single operator, proposing business plan for developments along the transit line 
becomes possible. Reviewed the urban expansion in relevant areas (Angel, 2016), the strategy 
potentially facilitates population growth lineal corridors by balancing facilities’ distribution.  
 
Figure 4.3 Tokyo’s Urban Expansion, 1974 – 2014  
Source: Adapted from Angel et al. 2016; MLIT 2015 
 Regarding Tokyo’s urban expansion over decades, based on the cartography conducted 
by Angel et al. (2016) through the Atlas of Urban Expansion project, the built-area in Tokyo 
metropolitan area has been essentially expanding followed development of transit corridors. 
Compared the two maps, concerning transit lines discussed previously, population concentration 
induced by Toyoko line and Garden City line appeared as early as in 1974. In decades, these two 
corridors are still among populous in southern grater Tokyo. Towards north, the area accessing to 
Tsukuba Express line nowadays had not been built-up much in 1974, while in 2014, the area’s 
urbanization is quite clear. Furthermore, in both maps, lineal urbanization towards other 
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direction tend to lineally follow railway’s distribution as well. Evidently, accessed to rail transits 
for over a century, Tokyo indeed utilized strategies to direct urbanization along railways. 
 On the other side, because a single rail firm often predominates an entire transit 
corridor’s development, these corridors’ development quality might be questionable. However, 
as Calimente (2012) analyzes and finds, on account of strategies introduced above, Tokyo’s 
efforts from both physical planning side and public policy side have achieved creating Rail 
Integrated Communities (RICs) around transit stations, especially in suburban locations. As the 
athor states, these places are “high density, safe, mixed use, pedestrian-friendly developments 
around railway stations that act as community hubs, served by frequent, all-day, rail rapid transit 
that is accessed primarily on foot, by bicycle, or by public transit” (Calimente, 2012). Riven 
pursuits of Smart Growth and Transit Oriented Development (TOD) in North America, although 
further evaluation on RICs is potential, preliminarily, Tokyo has achived desirable outcomes of 
placemaking by integrating rail transit lines, housing projects, and planning regulatory supports. 
 
Figure 4.4 Futako-Tamagawa Station Area  
Source: Wpcpey on Wikimedia Commons 2018 CC BY-SA 4.0 
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 Conclusively, comparing the two case cities, in Hong Kong, the city’s built environment 
has always been densely and regulatorily built on its mountainous topography, while MTR’s rail 
transit service emerged relatively late. Based on these, it is less probable for MTR to massively 
drive urban expansion. Instead, despite existing exceptions, there are pieces of evidence that 
show MTR consolidated existing population concentration in new towns, and even directed 
urbanization around recent new towns like Tseung Kwan O. On the other hand, in Tokyo, it is 
quite evident that rail transit services, mainly those operated by private rail firms, decisively 
directed the metropolitan area’s urbanization over decades. The pattern originated from private 
rails’ entrepreneurship, and later evolved into a comprehensive RAD strategy consist of 
financing, land use, accessibility, and development planning instruments. Like the previous 
chapter’s comparison reveals, Hong Kong’s practical pattern prefers to optimize the efficiency of 













Chapter 5. Postwar Urban Transformation with Rail Transit 
 The aim of this chapter is to provide a more in-depth discussion on rail transit’s role in 
Hong Kong and Tokyo’s historical urban expansion, defining as the expansion of built-up area 
and residential agglomeration in this study. Taking advantage of precedent articles, the first 
section presents the two cities’ postwar urban expansion along with rail transit lines and relevant 
developments. Thereafter, the second section is built upon the “Atlas of Urban Expansion” 
project conducted by Angel et al. (2016) who provides a holistic analysis with data visualization. 
From the project’s outcomes, the two case cities’ urban transformations from early 1990s to mid-
2010s are analyzed for further investigations. Instead of conducting repetitive data work, the 
chapter associate Angel et al. (2016)’s cartography with relevant articles to present the rail 
transit-urban transformation relationship. Upon these, the chapter also includes two case studies 
to draw the relationship between the two cities’ rail transit and expansion trajectories. 
Transit-Induced Urban Expansion by Decade  
 Following the discussion on rail transit’s impacts on urban expansion, this section 
narrates an overview of the two case cities’ expansion trajectories with rail transit development 
during each postwar decades. In Table 5.1, Hong Kong’s postwar expansion pattern is 
demonstrated. Based on the public lease holding system, the government’s new town plans 
effectively decide where expansion occurs. From the 1950s to the 1960s, it was Tseun Wan area 
directed by the first Tsuen Wan new town development. During the 1970s, a series of northern 
new towns, including Sha Tin, Tuen Man, Tai Po, and Yuen Long emerged to urbanize northern 
New Territories. From the 1980s, represented by Tseung Kwan O and Tung Chung new towns, 
MTR started playing an active role in new town development and subsequent urban expansion. 
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In a sense, rail transit might not always direct Hong Kong’s built-up area change, but during 
recent decades, it is increasingly utilized to support the government’s urban expansion projects.  
 Hong Kong 
Expansion Development Transit Line 
1950s Urban Core &Tsuen Wan Tsuen Wan new town Only by Kowloon-Canton 
Railway 1960s 
1970s Northern New Territories Sha Tin, Tuen Man, Tai Po, and Yuen 
Long new towns  
MTR Started Operation 
1980s Tseung Kwan O & Northern 
New Territories  
Tseung Kwan O and Tin Shui Wai 
new towns 
Tsuen Wan Line & Island 
Line 
1990s New Territories (North 
Lantau) 




New Territories (Along SAR 
border) 
Reclamation land & existing land  Tseung Kwan O Line, Ma 
On Shan Line, etc.  
Table 5.1 Hong Kong’s Expansion, Development and Transit Line 
Source: MTR, 2019; He, 2016 
In Tokyo, as the city involves a considerable number of operators, developers and transit lines, 
Table 5.2 only presents some of the foremost ones. Compared with Hong Kong, development 
projects were mostly initiated by private sectors, especially rail firms. During the 1950s, Tokyu 
Corporation pioneered in developing the Tama Garden City residential project along with its 
Garden City line. Followed the practice, the Kohoku new town project in the 1970s also 
depended on the Tokyu Garden City line to serve residents’ commuting needs. Thereafter, given 
Makuhari new center with Keiyo line during the 1980s and Rinkai sub-center with Yurikamome 
line during the 1990s, rail transit was almost never absent for Tokyo’s urban expansion. Entering 
the 21st century, an exemplary rail transit project was Tsukuba Express line with its residential 








Expansion Development Transit Line 
1950s Urban core border: Western 
Kanagawa 
Tokyu Tama Garden City Seibu Shinjuku Line; 
Metro Marunouchi Line 
1960s West Tokyo (Metropolis); 
Inner Chiba& Saitama; 
Hikarigaoka project; Kohoku new town JR Chuo Line; Metro 
Hibiya Line  
1970s Above;  
Eastern Kanagawa 
Tama new town; Shonan life town Sobu Express Line; Metro 
Hanzomon Line 
1980s Above; Southern Chiba; 
Northern Saitama 
Minatomirai 21; Makuhari new center JR Keiyo Line; Toei 
Subway Shinjuku Line  
1990s Above; Gunma; Ibaraki Keikyu new town; Minamino city; 
Rinkai subcenter 




Ibaraki, Tochigi & Tokyo 
Bay reclamation  
Tsukuba Express corridor Tsukuba Express Line; 
Toei Subway Mita Line 
Table 5.2 Tokyo’s Expansion, Development and Transit Line 
Source: Yajima & Ieda, 2014; Sato, 2016 
 To contrast the two cities, it is significant that large-scale residential development 
projects to direct their postwar urban expansion trajectories. In Hong Kong, these projects are all 
initiated by the government, and due to the city’s public lease holding system, there rarely space 
urbanized outside these assigned lands. After 1979, MTR’s rail transit started playing an 
influential role in such projects. In Tokyo, similar projects were also frequently built, but these 
were mostly developed by private sectors, often private rail firms. Although Tokyo’s expansion 
did not only depend on these projects based on its free lease holding system, many rail transit-
induced projects, such as Tokyu Tama Garden City and Tsukuba Express Corridor had an 
evident impact on Tokyo’s urban expansion trajectory. In short, rail transit impacts urban 
expansion in both cities, while it is more recent and public sector-based in Hong Kong yet more 
historical and private sector-based in Tokyo. In the next section, with precedent spatial analysis 
to, the discussion present the two cities’ built-up area changes from early 1990s to mid-2010s. 
Urban Expansion and Rail Transit, from Early 1990s to Mid-2010s  
 The section of discussion is viable through Angel et al. (2016)’s monitoring of urban 
expansion patterns in global cities from 1990 to 2014. In some cases, years of measurement may 
slightly vary like the data for Hong Kong is, in fact, from 1989 to 2013. Concerning Hong Kong 
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and Tokyo’s urban expansion patterns during the period (Angel et al., 2016), the two cities share 
certain common characters, while present various differences as well. For similarities, although 
both Hong Kong and Tokyo have had almost fully urbanized built environment by 1990, their 
built-up areas have still partially grown during the period. Furthermore, these recent growths are 
revealed as related to newly opened rail lines according to the study’s cartography. Third, both 
cities practiced land reclamation and linked rail transit to support relevant developments.  
 
Figure 5.1 Urban Expansion in Hong Kong and Tokyo  
Source: Adapted from Angel et al. 2016 
 In Hong Kong, the two key regions are the Tung Chung corridor and the Tseung Kwan O 
corridor. These two regions had almost no resident and even land in 1989, but, in 2013, they 
were both fully built up. As more detailed discussion is provided in Chapter 6 states, at least two 
factors, the new town plan and the rail transit access, impacted such transformations. Because of 
this dual influence, it remains uncertain for rail transit’s existence as the primary factor, whereas, 
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since MTR has implemented several R + P projects in both corridors, its services have still been 
potential to play a significant role. In addition, reclaimed land, represented by West Kowloon, is 
also a remarkable change over the period. According to MTR (2019) and discussion in Chapter 
5, this recently reclaimed land properly integrates rail transit services and urban mega projects. 
 By comparison, in Tokyo, the northern suburb, especially the northeast, is the key region. 
Accessed by new rail transit lines, such as Tsukuba Express line, although the area is quite far 
away from the central Tokyo, urbanization has occurred linearly from 1990 to 2014. Notably, 
taking the corridor along Tsukuba Express line as an instance, population grows follow the lineal 
pattern, but also stations’ locations as growth centers. Moreover, although High-Speed Rail 
(HSR) is not an emphasis of the thesis due to its relatively minor role as commuting transit, in 
Tokyo, new HSR lines, including Tohoku Shinkansen and Hokuriku Shinkan, both had obvious 
population growth along their corridors. Last but not least, Tokyo also practiced land reclamation 
in its Waterfront Sub-center, an area with prosperous residential development. In the area, Rinkai 
and Yurikamome rail transit line are playing crucial roles in connection to central Tokyo. 
 Overall, rail transit is a significant existence related to both cities’ expansions. In Tokyo, 
it is more evident for rail lines to drive urban expansion from scratch, and following chapters 
explain the pattern has been taken place ever since the 1950s. In Hong Kong, since MTR’s 
service emerged relatively late, the city’s most built-up areas urbanized before the moment. 
Nonetheless, as Tung Chung and Tseung Kwan O corridors represent, MTR’s rail transit services 
and property project are still crucial for recently urbanized areas. Differed from Tokyo’s plain 
topography and private sectors-led laissez faire expansion potentiality, Hong Kong’s corridors 
are designated to urbanize through the government’s new town plans. Additionally, in reclaimed 
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land, rail transit is also significantly sustaining the local transport. Despite existing limitations, 
this discussion strives to demonstrate an affirmed rail transit-urban transformation relationship. 
In the next two sections, a case study for each city is discussed to present Hong Kong and 
Tokyo’s ways of using rail transit to direct urban expansion. Demonstrated by the Tseung Kwan 
O (TKO) new town development, after MTR’s establishment in 1979, rail transit has been 
playing an ancillary role to Hong Kong’s new town project. As new town development is the 
main approach for Hong Kong government to direct urban expansion, rail transit is evidently a 
decisive facility within the expansion process. In Tokyo, as Rail Area Development (RAD) has 
been a frequently applying development approach for decades, the directing role of rail transit in 
urban expansion is even more direct. Through the case study of Tsukuba Express Line operating 
from 2005,  rail transit operator’s initiative role in Tokyo’s urban expansion in highlighted.   
Hong Kong Case Study: Tseung Kwan O Line and R + P Projects 
 Confronting challenges from an extremely dense built-environment, Hong Kong has 
practiced new town development to accommodate its growing population for decades. As 
previous chapters have mentioned, as MTR started operation in 1979, most early new towns 
were developed before the time, founded in 1982, Tseung Kwan O (TKO) new town is a typical 
development line that has been profoundly influenced by MTR’s rail transit service provision. 
According to MTR (2011)’s statistics, the system’s TKO line involves is one of the most R + P 
promoted transit corridors with roughly 5,000 square meters (sq.m.) office spaces, 105,814 sq.m. 
retail spaces, 30,414 sq.m. residential spaces, and 63,030 sq.m. for other uses. Especially, the 
size of residential development is the second largest only after Urban line. Given these facts and 
maps in Angel et al. (2016), TKO line does direct residential developments with R + P projects.  
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Figure 5.2 Tseung Kwan O New Town Development 
Source: Wing1990hk on Wikimedia Commons 2014 CC BY 3.0 
Cervero & Murakami (2008) also includes TKO line and subsequent new town projects 
as a representative success of Hong Kong’s R + P model. Moreover, the article provides an 
analysis on Hang Hau station and surrounding development to further examine the success. With 
the Hedonic price model, authors conduct quantitively method and found that the rail transit 
service’s existence and R + P projects’ promotion both had significant impacts on housing price 
in the area. The goal of this analysis is to prove the financial value of R + P projects, and taken 
the result, Cervero & Murakami (2008) shows that R + P is indeed a financially desirable model 
for the government and developers to implement. In Tseung Kwan O new town, it especially 
leads people to pursue housing units around the station and to shape the urban transformation. 
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Tokyo Case Study: Tsukuba Express and Rail Housing Act  
 In Tokyo’s case, also as previous chapters have noted, Tsukuba Express corridor is an 
especially crucial rail transit corridor developed from early 1990s to mid-2010s. Similar as Hong 
Kong’s TKO line, Tsukuba Express line also connects the city’s urban core to a series of 
greenfield residential developments in suburban areas. This function decides the line may direct 
built-up area to grow along the rail line just as Angel et al. (2016)’s cartography presents. 
Nonetheless, there are also two significant differences between the two lines. First, compared 
with Hong Kong MTR’s shareholding predominated by the Hong Kong government, Tsukuba 
Express line is less directly controlled by a single public entity. The entity that develops and 
operates the line is Metropolitan Intercity Railway Company (MIRC), an enterprise had various 
prefecture-level and municipal level governments’ investments. Although, like MTR, public 
sectors also hold most of MIRC’s shares, its fragmented public ownership implies that relevant 
public entities need to corporate to achievement effective management authority on MIRC.   
 Second, consequently, Tsukuba Express line did not involve powerful regulation like 
MTR’s R + P model does. Instead, the most remarkable achievement of the line is the utilization 
of Japan’s Rail Housing Act (RHA), or Takutetsu Act (宅鉄法). The act’s full name is Act on 
Special Measures Concerning Metropolitan Area’s Housing Development-Rail Condition 
Integration (《⼤都市地域における宅地開発及び鉄道整備の⼀体的推進に関する特別措置法施⾏規則》). As a legal 
document enacted in 1989, RHA pioneered in policy support for rail transit-integrated 
development. Notably, the timeframe was about a decade earlier than the concept of Transit-
Oriented Development (TOD) was coined in the U.S. A key effect of the act is a series of Land 
Readjustment (LR) programs along the Tsukuba Express corridor (Suzuki, 2002). Specifically 
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discussing in Chapter 6, the program is a key instrument that promotes Tokyo’s practitioners to 
promote rail transit-integrated urban development projects in the city’s various transit lines.  
 
Figure 5.3 Tsukuba Express Line System Map with Prefecture Boundaries  
Source: MIRC 2019 
 In Tsukuba Express’ case, other than Angel et al. (2016)’s data visualization, Awano 
(2009) conducts case studies in multiple stations along the line and suggests that the accelerated 
development of high-rise apartments is a crucial shift after Tsukuba Express line’s operation. In 
Okamoto et al. (2010), authors examine the relationship between the line’s operation has 
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significantly changed residents’ travel patterns and mode choices as well. In the report published 
by National Institute for Land and Infrastructure Management (NILIM) (2008), Tsukuba Express 
line’s comprehensive promotion developments along its corridor has been confirmed. The line’s 
impact on Tsukuba Science City’s financial performance is especially examined and proven.  
 In conclusion, Hong Kong and Tokyo have both presented residential corridors that 
developed along with rail transit services’ emergence. Meanwhile, a difference between the two 
cities’ practices is that Hong Kong MTR offers rail transit service to support the government’s 
urban expansion-driving new town project, but Tokyo’s rail operators spontaneously initiate 
expansion-driving development together with rail transit services. From both data visualization 
and content analysis perspectives, facilitations from Hong Kong’s R + P development model and 
Tokyo’s Rail Housing Act are discussed. Preliminarily, in comparison, Hong Kong presents a 
pattern that achieves goals under municipal regulation, while Tokyo utilizes various instruments 
to connect public-private stakeholders together. In following chapters, more details about the two 











Chapter 6. Transit Hubs as Urban Population Aggregator 
 With a focus on land use regulation, this chapter states the discussion on the second 
research question about land use planning strategies that supported the two cities’ rail transit 
development.  For rail transit passengers, train stations’ locations, amenities, and services mean 
the quality of life within one to three hours during their commutes. A well-developed train 
station can effectively attract more passengers to use its service, and consequently, promote their 
routines of life based on transit. Despite, in global cities like New York, London, and Paris, 
constructing magnificent stations has always been thriving ever since the invention of railway, 
the function of station building itself is often limited to transportation only. In contrast, facing 
challenges of denser population distribution, Tokyo and Hong Kong have been attempting to 
maximize the role of transit stations and areas around in citizens’ urban lives for decades. Their 
regulations share common practices of developing mixed-used station buildings and areas 
around, but differ in developer background, development density, and regulatory entities. 
Hong Kong, Direct Designation and Intense Development 
 As chapter 3 has stated, Hong Kong’s zoning system with generously high FAR 
allowance essentially fits rail transit’s requirement of high population density and passenger 
flow. In the city’s urban core, the residential zoning category with the lowest density still allows 
a 3.6 FAR, and for most other places, as high as a 6.0 FAR is permitted. In suburban new towns, 
despite an exceptional low-density R4 residential zone with maximum 0.8 FAR requirement, 
most areas are also zoned above R3 with 3.6 FAR allowance. Retrospect to Hong Kong’s urban 
expansion over the past several decades, coordinated with strategic plans, this zoning system 
potentially induces the city generally high-density built environment that promote rail transit 
development. In the meantime, to sustain the rail transit system, transit hubs that integrate transit 
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stations with commercial and residential uses are playing a crucial role. In support of these hubs’ 
development, two planning tools, the Comprehensive Development Area (CDA) designation and 
the development scheme plan, are most frequently applied.  
Within Hong Kong’s zoning system, the Town Planning Board considers designating 
Comprehensive Development Area (CDA) case by case. The designation is under the densest R1 
zone but exceptionally allow integrating land uses that are not specified. Also, the essential 
maximum FAR requirement of CDA is “only” 6.5, whereas, according to the Hong Kong 
Planning Standard and Guidelines, “Higher maximum domestic plot ratios may be permitted in 
Comprehensive Development Areas having regard to local circumstances, such as infrastructure 
capacities” (Planning Department, 2018). Taken advantage of this promotion, integrated rail 
transit projects, such as the Kowloon Station and Union Square project, often occurred in CDAs.  
  
Figure 6.1. Development Scheme Plan Map that Shaped Langham Place  
Source: URA 2010 
By contrast, the development scheme plan is out of the zoning system and recognized as 
a single plan type. Under the land use system regulated by Town Planning Board, development 
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scheme plans are often drafted by Hong Kong’s Urban Renewal Authority (URA), which is 
transformed from the previous Land Development Corporation (LDC) in 2001. URA uses 
development scheme plans to plan strategies for areas as specifically as into each building (URA, 
2018). Focused on urban renewal, the authority’s projects range from areawide regeneration to 
building rehabilitation. In the past, Langham Place in Mong Kok is a representative project 
accomplished by URA through development scheme plan. Concerning CDA designation as the 
zoning basis, development scheme plan focuses more on the implementation. Both tools promote 
Hong Kong’s dense built environment to develop large-scale rail transit-integrated project.  
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Table 6.1. Planning Tools in Hong Kong  
Source: TPB 2019 
Case Study, Kowloon Station-Union Square 
 To name a rail transit-integrated mega project that represents Hong Kong’s current 
progress made with its planning and financing tools, the site of Kowloon Station-Union Square is 
undoubtedly among the foremost. In the context of R + P development, on the rail side, it is a 
typical intermodal train station that integrated metro rail, airport express rail, as well as the 
recently opened high-speed rail aside. On the property development side, the site covers both the 
tallest commercial building, International Commerce Centre, and the tallest residential building, 
the Cullinan, in the city. Regarding the project’s history, Kowloon Station’s operation started in 
1998 serving the airport express, while massive development based on Union Square project 
gradually completed from 1998 to 2010. Indicated by Suzuki et al. (2015), the gradual 
implementation of the project proves that R + P development is not limited to greenfield projects.  
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Figure 6.2 Zoning around Kowloon Station-Union Square  
Source: TPB 2019 
Regarding the zoning regulation, as Figure 6.2 above shows, the area is designated as a 
CDA. This promotes the site to comprehensively integrate land uses, referred to Figure 6.3, 
besides transit use, the project has also covered residential, retail, hotel, as well as office uses. As 
such, noted by Lau et al. (2005), the site’s land use would be identified as a Multiple Intensive 
Land Use (MILU) site. The article also notes the entire site’s FAR is about 7.7 (MTR, 2019) that 
excesses 7.5 FAR requirement for R1 zones in Kowloon area. Evidently, the project has utilized 
privileges that Hong Kong’s planning system grants to the CDA designation. On the financial 
perspective, according to MTR (2019), the site is created from land reclamation and awarded to 
MTR Corporation in 1992. Continuously developed to 2010, the corporation holds shares of all 
seven properties on the site. In a word, completion of the site’s sophisticated development would 
prove the capability of Hong Kong’s concise while efficient approach of rail transit development.  
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Figure 6.3. Structure of Kowloon Station-Union Square  
Source: Xue et al. 2010 
 The project’s physical design, as called as megastructure by Xue et al. (2010), is also a 
distinction that assists its rail transit integration development. As Figure 6.3 illustrates, the 
project is multilayered above and below the ground. In detailed comments, authors reemphasize 
the megastructure is achieved through building a modern MTR station and integrate transport 
interchange with a highly self-sufficient real estate development scheme. Furthermore, the article 
notes a three-dimensional urban design, a diverse mix of functions, and high-rise towers are three 
significant components of the site’s placemaking. (Xue et al., 2010). Indeed, as in a land of only 
approximately 33.5 acres, the project accomplished building a mixed structure with a gross floor 
area of about 269.4 acres, it is quite an exemplary of Hong Kong’s R + P development model.  
Tokyo, Various Tools and Detailed Goals 
 The comparison between the two case cities so far has been identifying Tokyo as having 
more complicated planning and development processes than Hong Kong does, and certainly, this 
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applies to its transit hub creation as well. In Tokyo, According to Calimente (2012), on account 
of a series of traditions and strategies, the development “Integrated Rail Communities” (IRC) 
always occurs around train stations. Nowadays, the implement such integrated developments is 
almost a norm of rail operators, developers, and planners. In the meantime, compared with Hong 
Kong, where the station structure often densely covers facilities in various uses, with a lower 
population density, Tokyo tends to plan uses in land around the transit station with plentiful 
planning tools presented in table 6.2. Relatively, the station itself rarely covers residential uses 
above the riding area. To achieve the goal of IRC development, Tokyo’s tools include the land 
readjustment strategy and a series of urban redevelopment promotion planning policies.  
 In contrast to Hong Kong’s state lease holding system, in Tokyo, the government cannot 
directly award land to rail transit developers, because land leases are often hold by individuals 
and local entities. As such, practitioners need to communicate with stakeholders through land 
readjustment techniques for securing the land on a prospective development site.  Despite the 
policy’s origin from Germany’s Lex Adickes model (Ishida, 1986), at present, land readjustment 
is playing a role that is as crucial as sometimes named as “the mother of urban planning” in 
Japan (Sorensen, 2000). As Figure 6.4 below illustrates, the mechanism of land readjustment is 
based on the agreement between local entities and landowners. In a fragmentedly occupied area, 
the agreement enables the land to be comprehensively transformed into a fully planned district 
with new facilities, such as a train station. Meanwhile, landowners sustain most rightful lands 
and receive compensation from potential financial losses. In addition, the land readjustment also 
allows the area to pursue a rezoning opportunity that promotes the future rail integrated project. 
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Figure 6.4 Basic Mechanism of Land Readjustment  
Source: Suzuki 2017; Chiba Prefecture 2012 
 On the land use regulation perspective, as Chapter 3 has narrated, in Tokyo, the category 
of “Commercial Zone” essentially allows every land use type except factories with an up to 13.0 
FAR allowance. Taken advantage of the city’s inherently mixed-use zoning system, designation 
of exceptional zones like Hong Kong’s CDAs is less usual in Tokyo, but the city does have the 
policy of efficient land utilization district that promotes certain district to develop with more 
flexible allowances in FAR, street setback, and soon. Regarding planning tools for 
redevelopment projects, similar to Hong Kong’s development scheme plan, Tokyo also applies 
promotion tools. Ordered by geographic scopes, these tools include but not limit to Urban 
Renaissance Special District, Redevelopment Promotion District Plan, Specified Block system, 
and permission system for Comprehensive Building Design (MLIT, 2019). In common, a rail 
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Table 6.2 Planning Tools in Tokyo  
Source: MLIT 2019 
 Promptly, as a national special act-directed tool, urban renaissance special district covers 
the largest land area among these policy tools (MLIT, 2019). For instance, in Tokyo, urban 
renaissance special district include Shinjuku Station district, Shibuya station district, Shinagawa 
& Tamachi stations district, as well as the Central Tokyo & Waterfront district. These districts 
are often cross boards of different wards and unexceptionally large in land area size. Planning 
closer, the Bureau of Urban Development (BUD) designates specified blocks and redevelopment 
promotion districts to substantially support urban development projects. In detail, specified 
blocks fit sites larger than 1 hectare, and aims to promote built environment amenity. In contrast, 
redevelopment promotion districts fit larger project, usually larger than 3 hectares, and aim to 
sustain the redevelopment at brownfield sites. As the tool designing to the most specific scale, 
Tokyo’s permission system for comprehensive building design also plays a crucial role for many 




Case Study, Shibuya Station Area Redevelopment  
In Tokyo, Ueno, Tokyo (station), Shinagawa, Shibuya, Shinjuku, Ikebukuro are among 
six foremost transit hubs. The former stations are crucial due to the Shinkansen High Speed Rail 
(HSR) services, which enable them to serve as domestic passengers’ gateways to reach Tokyo. In 
contrast, the later three stations are significant due to their role as rail transit transfer hubs that 
carry massive passengers between the urban core and suburban residential areas.  Located in the 
city’s southwest side, regarding ridership, Shibuya is the second busiest commute rail hub only 
after Shinjuku. Meanwhile, since facilities around Shibuya station was outdated for continuously 
serving the area’s massive passenger flow, in 2005, the redevelopment was initiated. Thereafter, 
the essential program for the redevelopment was drafted in 2008, and Land Readjustment (LR) 
activities began in 2011. By 2019, achieved phrased successes, the program is still ongoing. 
Regarding rail transit accessibility, Shibuya station is a truly multimodal hub that 
accesses to JR lines, metro lines, as well as private rail lines operated by Tokyu Corporation and 
Keio Corporation. Especially, in the area, the Tokyu Corporation carries more passengers than 
any other operators (JR, 2017; Tokyo Metro, 2017; Tokyu Corporation, 2017) and serves as an 
influential property development. The Shibuya Station Area Redevelopment is, in fact, is not a 
single project, but an integrated urban regeneration program implementing with various projects, 
plans, and tools. In the redevelopment framework, there are four districts divided, including the 
Station district, the Dougenzaka district, the Stream district, and the Hikarie district. In view of 
property lease holding in these districts, the Tokyu Corporation is a main developer in every 
district (Nikken Sekkei, 2014). In this sense, although land acquirement in Tokyo’s rail transit 
development is not through and benefited from the government, the LR effort and rail firms’ 
property development still promote rail transit integrated mega project to move forward. 
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Figure 6.5 Land Use Regulation around Shibuya Station  
Source: BUD 2019 
 Referred to the land use map above, the area is exemplary for Tokyo’s integration of 
different land regulation tools. Compared with Hong Kong’s CDA destination on the station site, 
as chapter 3 has discussed, Tokyo directly zones areas around the station as “Commercial Zone” 
that allows high FAR allowance and all kinds of land uses except factories. Besides this flexible 
zoning, a series of additional land regulation tools are applied in the area as well. In the map, red 
frames present urban renaissance special districts, and blue striped frames in light blue color 
shows redevelopment promotion districts. It is obvious that urban renaissance special district 
covers a large contiguous land area, while redevelopment promotion districts are designated in 
smaller areas case by case. Moreover, efficient land utilization districts are denoted in navy 
frame and specified blocks are presented in striped frames in dark green color. These special 
districts often intersect with each other and play varied roles in different areas case by case.  
Through these tools, Tokyo creates a detailed and need-based regulation system that 
allows multiple stakeholders to jointly implement a comprehensively designed rail transit 
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integrated program. For instance, highlighted by Nikken Sekkei (2019), the emphasis on setting 
rooftop facilities in relevant developments would be evidence for such an integration. Since 
Shibuya is among the most densely developed areas in Tokyo, the design aims to supplement 
public facilities and open spaces on account of the construction opportunity generated by the 
redevelopment program. Although Tokyu Corporation is the main shareholder of different 
subordinated projects, these projects’ ownership structures are still quite complicated. Under 
such a circumstance, it is distinguished that Tokyo’s planning and land use regulation systems 
allow and encourage developers to synergize on the common pursuit of rooftop facilities. 
 
Figure 6.6. Uses of Property Developments around Shibuya Station  
Scanned; Nikken Sekkei 2017 
 Concerning development outcomes, as Figure 6.6 above shows, compared with Hong 
Kong’s Kowloon Station-Union Square development, there are three differences. First, Shibuya 
Station Redevelopment consists of a series of developments instead of a mega project. Under 
Tokyo’s land use regulation system, these developments are organized into a unified plan. 
Second, in Kowloon, residential use is developed right above the station structure, whereas, in 
Shibuya, buildings right near by the station are mostly for mixed commercial uses. The district’s 
nearest residential building on the upper left corner has kept a certain distance from the station 
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itself. Third, Kowloon has a clear boundary for both project site and CDA zone, whereas, in 
Shibuya, boundaries vary by subordinated projects and land use regulations. As such, it is 
explicit that, depending on stakeholders and development needs, both concise approach in Hong 
Kong and detailed system in Tokyo work for rail transit integrated hub development.    
 Conclusively, the two cities present two partially similar while overall different strategies 
for developing rail transit integrated urban hubs. Hong Kong has a higher population density and 
a simpler land lease holding system. Subsequently, as rail operator and developer, MTR takes 
financial advantage from government’s direct transfer, and developments are often within certain 
boundaries with CDA designations and unified management. In contrast, in Tokyo, population 
density varies place by place and the land lease holding circumstance is way more complicated. 
As such, developments’ land acquirement is often accomplished with LR strategy and the site’s 
comprehensive integration is usually achieved with various land use regulations tools. Moreover, 
rail operators like Tokyu Corporation also run property development businesses for extra profits 
but do not receive financial benefits from the government through the entire process. In short, 
Hong Kong’s strategy optimizes administrative resources’ efficiency, while Tokyo’s strategy 
pursues a synergetic solution for extremely complicated urban administrations. Transferring to 








Chapter 7. Land Value Capture (LVC) Finance for Rail Transit Development 
 To further discuss the second research question about the two cities’ strategies that 
promote their transit-induced expansions, this chapter aims to reveal rail transit operators project 
financing tools. Revisiting global cities on transportation shares, East Asian cities present an 
obvious tendency for developing rail transits. Since these cities are not certainly more financially 
capable than wester cities (Bouchet et al., 2018), their ways to fund rail transit project would be 
implicative to reveal.  This chapter aims to explicate the development mechanism of their rail 
transit systems in context of the public-private infrastructure financing for rail transit.   
Genesis of Land Value Capture 
 As early as in the late 19th century, Henry George claims that, as nature’s creation, land is 
a fundamentally different object from most goods that created by human beings in the market. 
Due to this attribute, land and its consequent economic values should belong to the public instead 
of certain landowners (George, 1879). As a strategy, George (1879) proposes the government to 
tax away such values for its operation. In this way, ideally, the government earns tax income to 
expense and taxpayers get rid of other taxes. Also, as economic rent accruing to landowners are 
taxed away, insidious income inequality (Ricardo, 1817) may be relived as well.  
 In the present era, the Land Value Tax (LVT) proposed by George (1879) tends to be 
insufficient to sustain the government’s expanding expenditures, and such a crude solution seems 
a bit inflexible for the increasingly sophisticated society at present. As such, only a few countries 
practiced relevant taxes in their histories, not to mention currently applying countries (Dye 
&England, 2009). Instead, based on George (1879)’s rational, instead of directly taxing land 
value away, to capture it for public uses is more broadly practicing. For rail transit projects in 
Tokyo and Hong Kong, such Land Value Capture (LVC) strategies is especially serviceable.  
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Type Source Preferred Use 
Development value Population growth and 
economic development 
On behalf of the public, the government 
should keep this portion 
Public investment value Public investment, 
infrastructure and land use 
regulation changes 
Public sector should use the portion to 
cover further costs of public 
infrastructure and local service provision 
Private investment value Value increased by private 
land owners’ investment 
Private owners keep their profits from 
this portion of value 
Intrinsic value The land’s essential value Property buyers/leasees pay 
sellers/leasors should keep the pportion  
Table 7.1. Structure of Land Value Capture  
Suzuki et al. 2015 & Hong & Brubaker 2010 
 According to Table 7.1 above, in the contemporary sense, it is possible to divide land 
value growth into four categories, intrinsic value, private investment-driven value, public action-
driven value, and social transformation-induced value. As Suzuki et al. (2015) illustrates, in 
principle, each part of these values should be distributed to who creates it. As such, representing 
the public, government and public service providers are viable to capture values generated by 
their investment, regulation, as well as natural population growth and economic development.  
 Regarding rail transit development, despite existing counter-examples in North America 
(Gatzlaff & Smith, 1993; Medda, 2011), due to benefits of accessibility and agglomeration, rail 
transit development is revealed as positively affecting the land value in global cities, such as 
Washington, D.C, (Benjamin & Sirmans, 1996), Beijing, China (Gu & Zheng, 2008), Izmir, 
Turkey  (Yankaya, 2004), and so on. On account of these studies, other than tax and fee-based 
instruments, various development-based LVC instruments are developed, and they are identified 






Instrument Delivered typically by Case Cities Case Projects 
Air rights sales Government New York City, Sao Paulo Grand Central Terminal 
(New York) 
Land sales Government transit 
agencies 






Hong Kong; London; 





Joint development Government transit 
agencies and private 
sector 
Washington, DC; Hong Kong; 
Tokyo 
Rail + Property Model 
(Hong Kong) 
Land readjustment Government transit 
agencies and private 
sector 





agencies and private 
sector 
Tokyo Shibuya Station 
Redevelopment  
(Tokyo) 
Table 7.2 Development-based LVC Instruments and Case Cities  
Sourece: Suzuki et al. 2015 
 Referred to table 7.2 above, development-based LVC instruments at least six categories. 
Among cities practicing these instruments, Tokyo and Hong Kong cover five categories among 
the six with the only exception of air rights sales. Meanwhile, other than the common practice of 
join development, Tokyo applies land sales, land readjustment, and urban redevelopment 
schemes, while Hong Kong specializes in development rights leases. Followed this distribution, 
studying these two cities’ LVC strategies would include a relatively thorough coverage of 
different instruments for explicating their strategic mechanisms and suitable circumstances. 
Hong Kong, Concise Model for Compact City 
 In view of population density in urban built-up areas, Hong Kong is essentially the 
densest place in developed economies (Bertaud, 2004). Emerged as a colonial harbor of the 
British Empire, Hong Kong had a long tradition to develop urban area surrounding the Victoria 
Harbor, and after the World War II, the introduction of urban planning directed by Sir. Patrick 
Abercrombie promoted the city’s high-density land-use. However, accommodating over seven 
million residents, mobility and housing consequently became dual challenges in Hong Kong. 
Intuitively, a key strategy to relieve such challenges is to develop a rail transit system.  
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Hong Kong’s Mass Transit Railway (MTR) system opened in 1979. This implies that the 
city’s rail transit developed with pressures from its postwar economic and population booms, 
although, due to this relatively late time point, MTR was also able to learn from precedents for 
designing a mechanism to efficiently develop transits from scratch. As an outcome, Hong Kong 
practitioners innovated the “Rail + Property” (R+P) development model to financially support 




Figure 7.2 “Rail + Property” Development Model in Hong Kong 
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 Commented by Suzuki et al. (2015), the R + P model is a combination of “a state 
leasehold system, extreme urban density, entrepreneurial city authorities and transit agency, a 
solid legal framework, and well-established operating procedures”. This reveals the model has a 
series of prerequisites that Hong Kong and similar places fulfill. As Figure 7.2 above presents, 
for purpose of achieving both public good and financial stability, the model involves successive 
roles of Hong Kong government, MTR Corporation Limited, and real estate developers. By step 
Box 7.1 Rail + Property Model Mechanism  
Cervero & Murakami, 2009; Suzuki et al., 2015 
 From the R + P mechanism above, it is apparent that a triangular relationship between the 
Hong Kong government, MTR, and developers sustains the model. Especially, the government’s 
comprehensive land ownership and MTR’s public shareholding ensure that, to a certain extent, 
profits generated from this a series of transactions will eventually benefit the public instead of 
transforming MTR stakeholders to for-profit tycoons and expanding citywide income inequality. 
 MTR Corporation was established in 1975 as with the full public ownership, which lasted 
over the entire 1980s and 1990s. In 2000, the corporation restructured to MTR Corporation 
Limited with 77% public shareholding, and 23% private shareholding. The Kowloon-Canton 
Railway Corporation (KCRC) once coexisted with MTR as Hong Kong’s two railway operators, 
while in 2007, it was merged into MTR Corporation. Thereafter, the corporation became the only 
(1). Based on Hong Kong’s land ownership, government owns land in the entire SAR 
territory. Private developers usually get 50-year leases with property development rights.  
(2). In the R + P program, government grands development rights of the land above and 
around a future station to MTR with the “before-rail” market price.    
(3). As the rail transit developer and operator, MTR uses rights granted from leases to 
corporate with bid-wining developers with the “after-rail” market price. 
(4). Consequently, MTR earns profits from land value accrued between “before-rail” and 
“after-rail” market prices. These profits promote the corporation to fulfill the financial 
feasibility gap of rail transit projects and to support subsequent development.   
(5). Notably, the mechanism does not sell development rights to developers. Instead, MTR 
Corporation still holds rights to control the land and to sell completed units. 
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railway operator in Hong Kong, operating 230.9 km networks, as well as 182 stations in both 
light-rail and heavy-rail lines (MTR, 2017). New lines are also actively constructing. 
 Regarding the corporation’s ownership structure, its 23% private shareholding facilitates 
managers to be more entrepreneurial in business activities. This leads the financial capability to 
also be regarded as a key pursuit within the public good-aimed rail transit development (Cervero 
& Murakami, 2009). On the other hand, MTR’s 77% public shareholding is a decisive factor. 
Mostly owned by the government, the Hong Kong Stock Exchange (HKSE) granted MTR “a 
special waiver not to be strictly in compliance with the rules applicable to commercial entities 
for those transactions involving the government” (Suzuki et al., 2015; MTR, 2007) Also, as this 
percentage has excessed 50%, the Hong Kong government can appoint board members and even 
directors of the corporation. Financially, according to Cervero & Murakami (2009), the model 
generated about HK$170 billion net financial return to the government from 1980 to 2005. 
Ultimately, these benefits ensure MTR Corporation’s operative efficiency and public retribution. 
Year 















2017 6,314 37.4% 10,515 62.3% 16,885 100.0% 
2016 808 7.8% 9,446 91.3% 10,348 100.0% 
2015 2,100 16.0% 10,894 82.9% 13,138 100.0% 
2014 4,035 25.5% 11,571 73.2% 15,797 100.0% 
2013 4,425 33.5% 8,600 65.1% 13,208 100.0% 
2012 3,757 27.8% 9,618 71.2% 13,514 100.0% 
2011 5,088 32.4% 10,468 66.7% 15,688 100.0% 
2010 4,074 31.7% 8,657 67.4% 12,844 100.0% 
2009 2,798 27.7% 7,303 72.3% 10,101 100.0% 
2008 -146 -1.8% 8,185 101.9% 8,035 100.0% 
Avg 3,325 23.8% 9,526 75.4% 12,956 100.0% 
Table 7.3 Profit Earning Proportions of MTR Corporation, 2008 – 2017  
Source: MTR, 2018 
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 In view of MTR Corporation’s profit earning proportion from 2008 to 2017, property 
development has evidently become another pillar of the corporation’s profitability. In 2017, the 
percentage of property development profit reached the ten-year peak as occupying 37.4% of 
MTR’s total profit, more than a half of the profits earned from the corporation’s essential rail 
operation services. Nonetheless, differed from rail transit services’ stability, property business 
tends to be more sensitive to the macroeconomic condition. For instance, experienced the 2008 
financial crisis, MTR’s property profit was HK$146 million losses, while in the year after, the 
profit soon rebounded back to HK$2,798 gains (MTR, 2018). Overall, the property development 
is indeed serving as a significant supplement to support MTR’s rail transit development and 
operation, whereas, due to its instability, it would be crucial to avoid the overdependence.  
Tokyo, Flexible Instruments for Diverse Conditions 
 Tokyo and its surrounding satellite towns constitute the world’s most populous 
metropolitan area, and, quite potentially, the metropolitan area also covers the largest contiguous 
urban built-up area outside the United States (OECD, 2014). In the meantime, differed from 
automobile-dependent U.S metropolitans at the same scale, ranging from Los Angeles to Atlanta, 
Tokyo is renowned for its urban mobility and built environment expansion sustained by various 
rail transit lines, operating by formerly state-owned Japan Rail (JR), two public-owned metro 







Table 7.4 Rail Transit Operators and Ridership in Tokyo  
Source: Train-Media 2018 
 According to the statistics above, Tokyo’s largest rail transit operator is East Japan 
Railway Company, as called as JR East, with about 5,971 million annual ridership, followed by 
Tokyo Metro with 2,709 million. Toei Subway, the city’s second subway system, carries 1,158 
million passengers annually. Among private rails, Tokyu Corporation operates the busiest system 
with 1,158 million annual ridership. Compared with other rail transit systems in the world, the 
busiest single system Beijing Subway’s annual ridership is about 3,778 million, and which of the 
busiest North American system, New York City Subway, is 1,727 million. In this sense, Tokyo 
metropolitan area’s 14,990 million total annual ridership indeed appeals to further exploration.  
Differed from emerging Asian metro systems in China and Southeast Asia, such as the 
Hong Kong MTR, some rail services are relatively historical in Tokyo. For instance, the Tokyo 
Metro opened in 1927 as the first Asian metro system, and the most ridden JR Yamanote loop 
line opened in 1885. Even among private rails, Keikyu Corporation opened its first line as early 
as in 1899. This railway development history brings diversified rail transit services to the 
metropolitan area. Along with its massive population, a unitary instruction may not fulfill the 
goal of developing high-quality and financially capable rail transits in different parts of Tokyo. 









Tokyo Metro State-Municipal Joint 7,422,095 2,709,064,675 
Tōkyū Corporation Private 3,171,660 1,157,655,900 
Toei Subway Municipal 3,128,718 1,141,982,070 
Tōbu Railway Private 2,522,067 920,554,455 
Odakyū Electric Railway Private 2,069,383 755,324,795 
Keio Corporation Private 1,851,364 675,747,860 
Seibu Railway Private 1,804,521 658,650,165 
Keihin Electric Railway 
(Keikyu) 
Private 1,316,499 480,522,135 
Keisei Electric Railway Private 786,063 286,912,995 
Sagami Railway Private 634,899 231,738,135 
Total  41,067,231 14,989,539,315 
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 In view of LVC instruments, since Japanese government does not own the land in the 
entire territory, and transit operators are with different ownerships, it is not viable quite for 
Tokyo to design a “one model fits all” model for rail transit development in urban and suburban 
land within the metropolitan border. As such, over time, practitioners and policymakers 
developed at least six instruments to confront various challenges in different locations. Pursuing 
the same financial goal that Hong Kong’s R + P model pursues, railway corporations, new town 
developers, local governments, property developers, landowners, and building owners in Tokyo 
apply specialized LVC instruments to flexible fund transit project through accruing land values. 




profits to rail 
service   
Urban-suburban Private railway 
corporations 
Carrying out land readjustment 
project and receiving the land 
for property development. Rail 
Corporation develops the real 
estate and “internalize” 
(allocate) capital gains to its 
rail sectors  
Tokyu Corporation-






Suburban New town 
developers 
Paying half of the construction 
costs of new town lines and 
providing the rights of way at a 
base price 
Hokuso Line 
Integration Suburban Local governments 
with developers 
Reserving the rights of way for 
new rail lines and increasing 
developable parcels for 
housing sales jointly through 
land readjustment projects 
Tsukuba Express 
Petition Suburban-rural Local communities 
with developers 
Paying the construction costs 
of new station facilities, 
providing the rights of way for 
free, and creating station plazas 
and access roads through land 
readjustment projects 
JR Lines 
Agreement Urban-suburban Developers, 
landholders, and 
building owners 
Sharing new projects’ 
construction costs or 
development benefits. 
Yokohama MM21 
Line and Tokyo 
Metro 
Auction Urban JNR Settlement 
Corporation with 
developers 
Selling rail yards to 




Table 7.5 LVC Instruments in Tokyo  
Source: Suzuki et al., 2015; Murakami, 2012 
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 As table 7.5 above presents, the six LVC instruments in Tokyo include internalization, 
requirement, integration, petition, agreement, and auction. Internalization, practiced by the 
largest private rail operator, Tokyu Corporation, in the Garden City Line development, shares a 
similar feature as Hong Kong’s R+P model. Tokyu Corporation also runs property development 
sectors and even beyond. Profits generated by these businesses are usually retributed to 
supplement the rail service sector’s operation and development. In this sense, it can be identified 
as a lite version of R+P without participation and preferential policies from the government. As 
such, without any public shareholding, Tokyu Corporation’s strategy would be more replicable 
for private entrepreneurs, although it may meanwhile face more institutional challenges.  
 Regarding strategies of requirement, integration, and agreement, in principle, they are all 
Public Private Partnerships. In various ways, rail transit developers, which usually run both rail 
transit sector and property development sector, corporate with local governments to support rail 
transit projects. With plenty of tools, such as the land readjustment policy, the partnership 
effectively enables stakeholders to confront a series of issues, including funds, rights of way, as 
well as development benefit distributions. For auction, it is a simple instrument that Japan 
National Rail (JNR) uses to sells vacant rail yards to developers for debt reduction. More details 
about transit hub and corridor development projects are covered in following chapters, as their 




















2008 19,303 18.2% 86,738 81.8% 106,041 100.0% 
2009 18,286 21.9% 65,301 78.1% 83,587 100.0% 
2010 24,086 31.4% 52,741 68.6% 76,827 100.0% 
2011 13,379 19.0% 57,119 81.0% 70,498 100.0% 
2012 15,600 22.1% 55,032 77.9% 70,632 100.0% 
2013 13,276 19.2% 55,742 80.8% 69,018 100.0% 
2014 31,161 33.4% 62,190 66.6% 93,351 100.0% 
2015 4,879 6.4% 71,514 93.6% 76,393 100.0% 
2016 26,566 26.0% 75,480 74.0% 102,046 100.0% 
2017 12,134 13.5% 77,974 86.5% 90,108 100.0% 
2018 23,786 22.3% 82,918 77.7% 106,704 100.0% 
Avg 18,405 21.2% 67,523 78.8% 85,928 100.0% 
Table 7.6 Profit Proportions of Tokyu Corporation, 2008 – 2018  




Non-transit Operating Profit Rail Operation Profit Combined Profit 
Value (Unit: 
Million JPY) 
Percentage Value (Unit: 
Million JPY) 
Percentage Value (Unit: 
Million JPY) 
Percentage 
2008 814,700 30.5% 1,857,756 69.5% 2,672,456 100.0% 
2009 860,276 32.0% 1,831,933 68.0% 2,692,209 100.0% 
2010 840,968 32.4% 1,757,994 67.6% 2,598,962 100.0% 
2011 832,477 32.6% 1,721,922 67.4% 2,554,399 100.0% 
2012 855,442 33.4% 1,705,794 66.6% 2,561,236 100.0% 
2013 862,269 32.3% 1,809,554 67.7% 2,671,823 100.0% 
2014 875,450 32.4% 1,827,467 67.6% 2,702,917 100.0% 
2015 904,125 32.8% 1,852,040 67.2% 2,756,165 100.0% 
2016 912,612 31.8% 1,954,588 68.2% 2,867,200 100.0% 
2017 890,963 30.9% 1,989,839 69.1% 2,880,802 100.0% 
2018 932,280 31.6% 2,017,877 68.4% 2,950,157 100.0% 
Avg 871,051 32.1% 1,847,888 67.9% 2,718,939 100.0% 
Table 7.7. Profit Proportions of JR East, 2008 – 2018  





As financial results, referred to table 7.7 above, both private-owned Tokyu Coporation 
and formerly state-owned JR East earned a considerable portion, 21.2% for Tokyu and 32.1% for 
JR East, in their total revenue. The circumstance and proportion are both similar to the business 
model of MTR Corporation in Hong Kong. First, non-transit profit, led by property development 
projects sustained the corporation’s annual income to a large extent. Second, the relatively stable 
profit from rail operation is still playing a predominant role. These operators collectively present 
that, for rail transit operators, with or without government’s direct support, expanding business 
types to property development is a viable and profitable solution to promote transit services, 
because relevant projects tend to be benefited from accruing land values from transit.  
 
 
Figure 7.3. Transit Development Model in Tokyo 
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 To sum up, given Tokyo’s LVC strategies, although different instruments involve varied 
stakeholders and strategies, the overall mechanism is still feasible to essentially normalize, 
especially with Hong Kong’s R +P model as a comparable peer strategy. In Tokyo’s case, the 
Japanese central government does not hold land leases over the entire territory and does not 
directly participate in rail transit project at present. Instead, local government and residents play 
key roles as the owners. Consequently, Japanese rail firms do not enjoy direct policy promotions 
like MTR does from its shareholding Hong Kong government, although cooperated with the 
local, rights and funds for conducting LVC are often achievable. Regarding the relationship 
between rail operator and developer, the situation is quite similar in both cities. In a virtuous 
circle, rail corporations simultaneously implement property development projects and earn 
profits from these projects to fund rail transits’ development, operation and maintenance.  













Chapter 8. Comparative Conclusion of Strategies and Outcomes 
            To discover Hong Kong and Tokyo’s successes in rail transit-induced urban 
transformation, previous chapters focus on five perspectives, including planning system, rail 
transit corridor formation, urban expansion direction, land use regulation, and project financing. 
In this concluding chapter, the first two sections respectively summarize answers to the two 
research questions: (1). in what ways has the rail transit system directed the two cities’ urban 
expansion? and (2). in what ways have public sectors’ land use regulation and private sectors’ 
project financing support rail transit development?  Through the third section, a comprehensive 
comparison sheet is presented to conclude research outcome in comparing the two cities. The 
Fourth section discusses relevant research outcomes’ planning implication and reviewed counter 
argument. To reach the end, the fifth section states the study’s limitations and future direction.  
Answer to First Research Question: Rail Transit’s Role in Urban Expansion  
 As analyzed in Chapter 4 and 5, in both Hong Kong and Tokyo, rail transit has influenced 
their urban expansion trajectories over time, although their mechanisms are quite different in two 
aspects. First, before MTR’s establishment in 1979, rail transit has a ignorable role in the city’ 
urbanization, since there were only a few heavy rail lines operated by Kowloon-Canton Railway 
served for transit use, whereas, in Tokyo, rail operators like Tokyu Corporation had been 
developing rail transit and residential projects together for decades by the end of the 1970s. 
Second, after 1979, although, both Hong Kong MTR and Tokyo’s rail firms actively participated 
in their urban expansion progresses, in Hong Kong, the government plays a central role as by 
holding most MTR stock shares and planning new town development. By contrast, in Tokyo, the 
government neither regulates most rail operators, nor plans new town through administrative 
power. Instead, private rail firms develop new towns along with rail transit provision, and the 
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government assists the development by providing regulatory supports, such as ordering 
development densities creating small district plans along transit lines (Chorus & Bertolini, 2016).   
 Hong Kong Tokyo 
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Table 8.1. Hong Kong and Tokyo’s Rail Transit, Development and Urban Expansion 
Source: MTR, 2019; He, 2016; Yajima & Ieda, 2014; Sato, 2016 
 Table 8.1 presents a comparison between Hong Kong and Tokyo’s rail transit, 
development, and location of expansion during each postwar decade. As previous chapters have 
stated, due to Hong Kong’s public lease holding system, the government’s new town plans 
effectively decide where the city’s built-up area expands. As the case study of Tseung Kwan O 
in Chapter 5 reveals, after 1979, MTR and the Rail + Property started playing an active in using 
transit to further support new town development and subsequent expansion. In Tokyo, rail 
operators spontaneously developed properties in residential projects and even large-scale new 
town development along with ancillary rail transit lines. Public sectors were merely engaged in 
early stages, but, recently, relevant entities started regulatorily support (Chorus & Bertolini, 




Answer the Second Research Question: Identifying Public-Private Strategies  
 Through Chapter 6 and 7, public sectors’ land use regulation and private sectors’ project 
financing are specifically discussed. From these two chapters, it is plausible that both public and 
private sectors play significant roles in rail transit development and subsequent urban expansion. 
In comparison, in Hong Kong, public sectors play a central role by leasing land and operating 
MTR, where, in Tokyo, private rail firms predominant relevant developments with public 
sectors’ regulatory promotion. To summary tools stated in previous chapters, mostly Chapter 6 
and 7, the following two tables fit them into frameworks that Thomas et al. (2018) and Newman 
(2016)’s suggest for evaluating a city’s support for rail transit-related development.  
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Urban Renaissance Special 
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Integration  




Specified Block  Agreement  
Metropolitan Area 
Readjustment Act 
Comprehensive Building Design   
Auction Lineal Density Designation 
Table 8.2 Comparison Sheet with Thomas et al. (2018)’s Framework  
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Table 8.3 Comparison Sheet with Newman (2016)’s Framework  
85 
As table 8.2 show, Newman (2016) divides strategies that promote rail transit-integrated 
development into three categories, government instruments, financial instruments, and legal 
instruments. By this categorization, it is clear to observe that Hong Kong’s tools are significantly 
less than Tokyo’s. In short, CDA is frequently applied across the city, and URA also uses 
development scheme plan to promote project development. For financial and legal instruments, 
MTR plays a central role as the only transit operator, and the city mostly replies on its operation 
to facilitate relevant projects with the R + P model.  In Tokyo, it is essentially not quite possible 
to offer “one size fits all” policies like Hong Kong does due to the city’s complicated institution 
and land ownership. Instead, the city creates several instruments in each category to assist in 
relevant development. These instruments promote different goals and offer opportunities to take 
care of aspects like built environment improvement that Hong Kong’s policies do not cover yet.  
 By contrast, classified by functions, Thomas et al. (2018) organizes promotion policies 
into four categories, hub creation policy, transit link policy, density & design promotion, and 
public-private funding mechanism. Compared with Newman (2016)’s framework, table 8.3’s 
categorization advances in recognizing relevant policies’ functions. Taken this advantage, it is 
obvious that practices in Hong Kong no longer look too few compared with which in Tokyo, 
because Hong Kong’s strategies like R + P model often achieve different goals simultaneously. 
Nonetheless, the framework divides transit hub creation policy and density & design promotion 
into two categories, but as these two goals are both closely related to transit hub creation, many 
policies fit both categories. Overall, although Tokyo’s strategies confront more challenges, this 




Comprehensive Comparison of Hong Kong and Tokyo 
 As the research emphasizes exploring and comparing Hong Kong and Tokyo’s rail 
transit-induced urban transformation and finds key differences between their trajectories. With a 
comprehensive comparison sheet showing as Table 8.4, this section focuses on conclusively 
narrating the two cities’ similarities and disparities in various aspects revealed in Chapter 3 to 7.   
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Table 8.4 Comprehensive Comparison Chart 
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Administration and Planning System 
            According to the comprehensive comparison chart below, the two cities are different in a 
number of perspectives discussed in previous chapters. Given their institutions, the foremost 
difference is their statuses of autonomy, since Hong Kong is a Special Administrative Region 
(SAR) practicing a unitary planning system, while Tokyo is Japan’s capital city planned by 
multiple administrative levels. As a result, Hong Kong regularly publishes strategic and land use 
plans own its own, but Tokyo requires the coordination between various agencies and plans. 
Consequently, Hong Kong only publishes one strategic plan approximately every ten years, 
while Tokyo is regulated by a series of strategic plans created by different administrative levels. 
In most occasions, its municipal government cannot regulate the city as Hong Kong does. 
Corridor Development and Expansion Direction 
            In the lineal perspective, as the previous section has narrated, the two cities are different 
in the timeline of their transit services’ emergence. Specifically, MTR started its operation after 
the peak of Hong Kong’s postwar urbanization. Subsequently, it tends to strengthen the existing 
population distribution pattern and to facilitate population growth along recently emerged transit 
corridors along with the government’s new town plans. In Tokyo, private rail firms have always 
been playing influential roles in the metropolitan area’s massive postwar urbanization process 
ever since the early 20th century. They directly induced residential corridors’ development in 
Tokyo’s suburban areas by providing rail transit services and property projects together. In the 
meantime, official supports like Tokyo’s Rail Housing Act have also promoted the trajectory.  
            To sum up, MTR is closely related to Hong Kong’s recent urban expansion, although it 
did not participate in Hong Kong’s urbanization before 1979. By contrast, Tokyo’s rail firms 
evidently direct the metropolitan areas’ urbanization pattern for decades. In both cities, public 
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sector’s strategic plans and land use regulations serve as the basis for transit hub and corridor 
development. Especially, as rail transit integrated development requires quite sophisticated land 
use allowance, relevant policy supports are crucial as well. Furthermore, LVC financing plays a 
decisive role in both cities’ project implementation. Without successful public-private funding 
mechanisms, it would hardly be feasible to develop rail transit-integrated projects. Categorized 
by Newman (2012) and Thomas et al. (2018), factors above are indispensable for using rail 
transit to direct the urban transformation. This presents how do cities provide pertinent policies 
and effective partnerships to succeed in relevant projects with different backgrounds.  
Land Use Tools and Project Financing 
For land use planning, Hong Kong’s system aims to designate a certain kind of use and 
provides exceptional tools for further mixed-use needs. Although there are four residential 
zoning categories in the city’s urban core area and only three in suburbs, the maximum FAR 
allowance in Hong Kong has reached 10.0. With CDA and development scheme plan practices, 
mega projects can take place with flexible land use requirements. In Tokyo, the zoning system is 
more sophisticated and inherently mixed-used. For instance, there are six residential categories 
and most other zones also allows residential development. Moreover, similar as Hong Kong’s 
CDA, Tokyo’s commercial zone itself permits almost every kind of uses. With a variety of land 
use tools, rail transit-integrated projects enjoy substantial institutional supports in Tokyo as well.  
             Consequently, regarding rail transit hub creation, Hong Kong usually designates the site 
as a CDA to permit more land-use exceptions. In other cases, such as the development of 
Langham Place in Mong Kok, URA’s development scheme plan also plays a role. Due to the 
city’s high population density, the station structure in Hong Kong often has the residential 
construction built on the top. In Tokyo, it is not certain for using zoning exceptions like CDA on 
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the development site, since the city’s commercial zone inherently allows flexible mixed-use and 
FAR options. Nevertheless, land use tools are often applied to promote the development as the 
Shibuya Station Area Redevelopment project presents in Chapter 6. Also, Tokyo’s hubs do not 
have clear site boundaries and usually set residential constructions aside instead of on the top.  
Discussion on Planning Implication and Counter Argument 
Transit-Induced Expansion’s Planning Implication 
Regarding rail transit’s benefits, Litman (2005) concludes advantages related to transit 
development, including encouraging transit travel, reducing automobile travel, and facilitating 
the TOD, inducing scale economies, improving employee accesses, as well as promoting energy 
conservation. Furthermore, the article notes that rail transit can carry more passengers, direct 
more land-use changes, and cause less environmental pollution than bus transit. Given 
stakeholders’ livelihoods, Lachapelle and Frank (2009) examines that transit use would facilitate 
walking distance, and MacDonald et al. (2010) tests its reduction on passengers’ weights. Also, 
Stokes et al. (2008) proves that transits benefit for saving passengers’ public health costs. 
Considered these benefits for both cities and residents, Hong Kong and Tokyo’s trajectories and 
practices may serve as successful cases to implicate future planning direction with rail transit. 
Counter Argument on Rail Transit 
             Meanwhile, counter-argument on rail transit’s impact exists as well. Besides built 
environment issues like noise and overcrowding, some postwar studies indicated that, like U.S 
cities, Tokyo has also experienced a certain degree of urban sprawl (Sorensen, 1999; Hebbert, 
1986), and its planning interventions played a role in the phenomenon. This was partially 
because of the metropolitan area’s rapid urbanization towards its suburbs after World War II. 
According to OECD (2014), Tokyo’s built-up area is at a similar scale as some of the largest U.S 
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metropolitan areas. Nevertheless, due to Tokyo’s even larger population size, its population 
density remains higher than the letter, and in recent articles, the city’s urbanization along with 
rail transit services is more often regarded as a desirable pattern instead of troublesome sprawl. 
             Also, when the planning profession is increasingly advocating the construction and 
utilization of rail transit projects, the economic study conducted by Winston & Maheshri (2006) 
raises a peculiar assumption that argues against rail transit’s social desirability. The article 
broadly analyzed rail transit systems’ welfares in the U.S, and claims that except San Francisco 
Bay Area’s BART system, every system reduces social welfare and fails to become socially 
desirable. This theoretical study is a rare case that critics on rail transit’s benefits. Although the 
research’s scope in the U.S along might not be sufficient to indicate transits in other regions, its 
claims provide a direction for future studies to confirm and argue for rail transit’s benefits.   
Limitation and Future Direction  
             In the end, admittedly, this thesis has several limitations in methods and procedures, and 
in future studies, overcoming these limitations might bring new research potentials. In detail, 
although the thesis has strived to answer its research questions with archival articles in three 
languages, reviewing Gaber & Gaber (2013), if time and location permitted, field investigations 
and interviews would further improve the answer. This is because both Hong Kong and Tokyo 
have distinct planning cultures originating from local history and practice. While the study 
recognizes their rail transit-integrated development projects fit the western standards of Transit-
Oriented Development (TOD) (Newman, 2012; Thomas et al., 2018), using TOD standard sheets 
(ITDP, 2017) to conduct field investigations would prove these projects’ competitivity with 
TOD. Moreover, conversations with local practitioners could also support comprehending why 
and how did the two cities practice choose to their rail-transit promotion policies. 
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Furthermore, in Chapter 6, more case studies that present other land use tools would 
strengthen the argument. In Hong Kong, only the Kowloon Station-Union Square is presented. 
Although the project is among the largest and latest development in the city, other projects, such 
as Langham Place in Mong Kok, would demonstrate how other tools like development scheme 
plan promote transit hub creation. Likewise, in Tokyo’s case, only the Shibuya Station Area 
Redevelopment is presented, whereas there are other locations, such as the Shinagawa Station 
Area with High-Speed Rail access, might be implicative for adding case studies. In both cities, 
because these case studies are located in the urban core area, further investigations into suburban 
residential developments with rail transit projects are suggested to conduct in the future.  
Also, in chapter 5, since the current qualitative analysis is relying on data visualization 
conducted in precedent studies, mainly Angel et al. (2016), statistical and spatial analysis would 
help to prove the rail transit-urban transformation relationship in the future. Specifically, on the 
current stage, archival review supports understanding the potential causation from historical 
documents, but as the urban built environment is consist of residents, buildings, and facilities, a 
quantitative examination is recommended for exploring relevant causational relationships. 
Potential techniques include regression analysis, Geographic Information System (GIS) 
exploration, and TOD node measurement proposed by Huang et al. (2016). In a word, this 
project aims to optimize qualitative literature review’s capacity for analyzing rail transit 
development’s progress and impacts. In the future, to keep developing the theme, keys would be 
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